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A Week that has made Railway History 
TTHREE events of the past few days are of sufficient 
importance to justify being considered not merely as 
contributions to the affairs of the moment, but as chapters 
in railway history. These are, of course, the judgment of 
the Railway Rates Tribunal in regard to the proposed 
5 per cent. increase in the charges of British main-line 
railway companies; the decision of the Railway Staif 
[ribunal on the complex problem of wages and condi- 
tions of the employees of the four large group companies; 
and the proposals in France to form one large national 
railway company under State control. Of the first of these 
events, namely the finding of the Railway Rates Tribunal 
we give a summary on page 295, and also discuss in an 
editorial article the position thus created. The decision 
of the railway wages inquiry was issued only as we were 
closing for press, but the full summary (which we include 
on pages 297 and 298) we hope to amplify by editorial 
comment next week. Of the position in France, no precise 
details are yet available, although the scheme is due to 
be issued before the end of the present month. Whatever 
may be the exact form it takes, a true appreciation of the 
position can be secured only by examining the somewhat 
complicated relations between the French State and the 
main railway companies during the past 100 years. This 
we outline in an editorial article on page 273. 
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The Swedish Inlandsibanan 

The recent inauguration, by Crown Prince Gustav Adolf 
of Sweden, of the 1,300-km. railway called the Inlands- 
banan, may possibly be remembered as the closing scene 
in the history of Swedish railway construction. At present 
it is thought that the country is adequately provided for 
in respect of this form of transport, now that the useful- 
ness of the railway system can be extended by co-ordinated 
motorbus and lorry services. The Inlandsbanan, itself, 
is opened in circumstances unforeseen when its construction 
—as a strategic measure to provide a line parallel to the 
main railway along the coast but less open to attack— 
was begun in 1907. The development of air warfare and 
bombing has diminished its strategic importance, and as 
a means of transport pure and simple the Inlandsbanan 
will be largely of local value, for there will be very little 
through traffic over the whole route from Kristenhamn, 
on Lake Vaenern, to Gaellvare, in the extreme north of 
the country. The railway will be an asset in improving 
communications between the south and the dense forests 
in the north of Sweden, where colonisation is in progress. 
The cost of construction, together with the purchase of 
lines absorbed in the Inlandsbanan or bought to link it 
with the coastal main line, totalled 206 million kroner. 
Reference to progress with construction of the line was 
made in our issue of August 28, 1936. 


+ * * * 


The Week’s Traffics 

The traffics this week all include the bank holiday Mon- 
day, and on the L.N.E.R. take in the Sunday as well. 
Comparison is made with the 31st week of 1936, which 
terminated on the Sunday of the August holiday week- 
end for the L.M.S.R., G.W.R., and Southern Railway, 
and on the Saturday for the L.N.E.R. All companies 
have carried a substantially heavier passenger traffic than 
in the August Monday week of 1936, the increases being: 
L.M.S.R., £29,000; L.N.E.R., £25,000; G.W.R., £23,000; 
and Southern Railway, £42,000. Passenger traffic on all 
four companies has so far this year produced £1,978,000 
more than at the corresponding time last year, and aggre- 
gate traffics of all classes are £4,237,000 ahead. 


3lst Week Year to date 





Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

f £ £ £ % 
L.M.S.R. 27,000 5,000 — 3,000 + 19,000 +1,573,000 + 4-20 
L.N.E.R. + 29,000 — 15,000 7,000 + 21,000 + 1,362,000 + 5-03 
G.W.R. 17,000 4,000 + 6,000 + 27,000 + 815,000 + 5-27 
S.R. ; + 40,000 — 3,000 — 3,000 + 34,000 + 487.000 + 3-92 


There is an increase of £15,500 in London Transport 
receipts for the week, and of £48,300 for the six weeks 
of the year. The Great Northern Railway (Ireland) 
improved its week’s traffics by £3,200, but is down £5,350 
on the aggregate. Great Southern results fall behind 
their aggregate for the corresponding period last year by 
£17,946. 


* * * * 


‘* Manchester Goods ’’ L.M.S.R. 

The city of Manchester is the hub of the most densely 
populated area of Great Britain, for the population within 
a radius of 50 miles exceeds 10,000,000. In and around 
Manchester and Salford cities there are no fewer than 
23,000 trading firms, and of this number, according to 
Quota News, the journal of the L.M.S.R. Commercial 
Department, over 9,000 have ledger or weekly accounts 
with the office of the District Goods Manager, Manchester, 
L.M.S.R.; one manufacturing firm has a £707,000 account 
per annum. Included in the Manchester District is the 
Trafford Park Estate and Manchester Docks, embracing 
250 firms all having their works on the spot. There are 
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over 119 stations and depots in the Manchester District, 
which deal with approximately 4,000 wagon loads daily, 
and in all the district handles over 10 million consignments 
of goods traffic annually. The position of the L.M.S.R. 
in Manchester is no sinecure, however, for road com- 
petition in the area is very active and the latest figures 
for the North Western Road Traffic Area show that there 
are 4,172 “A”: 4,701 “53”; and 213,204 “C”™ road 
haulier licences. Exceilent results have been the outcome 
of the introduction of specialised railway canvassing for 
timber transport. After specialisation in 1932, the timber 
received in the district by rail from the ports increased 
from 34,346 to 73,550 tons. The total number of con- 
tainers forwarded also shows a large increase—16,269 last 
year as compared with 5,397 in 1929. Other sidelights 
on the Manchester District reveal that the forward tonnage 
handled last year amounted to 1,208,157 tons; forward 
livestock consisted of 20,263 heads; house removals secured 
totalled 1,018; and traders’ season tickets issued or re- 
newed numbered 2,841. 


* * * * 


Overseas Railway Traffics 

In the sixth week of the financial year, the four British- 
owned Argentine railways together show an increase of 
£11,915, only the receipts of the Central Argentine being 
on the wrong side. The aggregate increase is £198,758, 
or an improvement of £51,776 on the position a fortnight 
ago. Although aggregate combined receipts of the Centrai 
Uruguay group for five weeks are $43,541 lower in 
currency, a gain of £1,445 is shown in sterling. 


No.of Weekly Inc. or Aggregate Inc. or 


Week Traffics Decrease Traffic Decrease 
£ £ 
Buenos Ayres & Pacific .. 6th 82,010 + 6,425 447,209 + 31,709 
Buenos Ayres Great Southern 6th 124,690 + 11,751 662,345 + 63,070 
Buenos Ayres Western 6th 41,129 + 2,722 242,680 + 24,402 
Central Argentine ; .. 6th 126,433 — 8,983 796,243 + 79,577 
Canadian Pacific ; .. 82nd 516,400 + 43,600 16,282,800 + 1,085,600 
Bombay, Baroda & Central India 17th 206,775 + 6,225 3,130,575 + 228,000 


The Canadian Pacific aggregate increase of £1,085,600 
improves by £228,800 on the advance achieved by the 
end of the first five months. 


* * * * 


Anglo-Argentine Tramways 

Addressing the 53rd ordinary general meeting of the 
Anglo-Argentine Tramways Co. Ltd., The Duke of Atholl, 
Chairman, began by pointing out that for the second year 
running there was a considerable loss on working in 
3uenos Aires alone, before taking into account any charges 
in the United Kingdom, and the remuneration of capital, 
which had had to be discontinued in its entirety since 
1934. In other words, they had carried daily for the 
past two years more than half the population of Buenos 
Aires at less than cost price, and the number of passengers 
carried in 1936 was about 14,000,000 greater than in 1934. 
He then went on to discuss the Co-ordination of Trans- 
port (in Buenos Aires) Bill, and its results to date. A 
commission—the composition of which we have already 
given in our Overseas columns—was, he said, now deter- 
mining the capital, and framing the statutes of the new 
corporation, which would acquire and operate under a 
single management all existing transport systems in the 
city. The conditions as to remuneration and recognition 
of capital represented the essential foundations on which 
the corporation would be constituted and function, and 
were the key of the whole problem to be solved. Fares 
were to be equitably adjusted so as to provide a 7 per 
cent. return on the total capital recognised. The law 
instructed the commission to report within six months, 
but this period had now been extended until the end of 
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the year. The company’s board hoped that the proposals 
of the commission would enable the directors to submit 
to share- and debenture-holders a scheme of capital re- 
organisation, the acceptance of which would enable the 
company to express its willingness to become part of the 
new corporation. 

* * * * 


The Berlin-Hamburg Railway 

The importance of Hamburg as a great mercantile centre 
and one of the leading ports of the world requires no 
emphasis, but, in view of the changes that are now taking 
place in the municipal administration of the city, it is 
interesting to recall that for more than 90 years this port 
has had the benefit of direct rail communication with 
Berlin. Actually it was on December 15, 1846, that the 
Berlin-Hamburg Railway was opened throughout, and the 
facts that it has ever since enjoyed an excellent traffic 
and was for long one of the best paying lines in the 
world give evidence of the importance of the railway in 
the development of modern Hamburg. On page 280 of 
this issue we outline some of the main details in the story 
of this railway. So far as municipal administration is 
concerned, a Decree dated January 26 last provides that 
Greater Hamburg will include Altona, Harburg-Wilhelms- 
burg, Wandsbek, and about 30 contiguous districts, 
representing an increase of approximately 80 per cent. 
in area and 40 per cent. in population on the present 
figures. On the other hand, Cuxhaven and a number of 
outlying districts are to be transferred to Prussia. 
Arrangements for the transference of responsibilities will 
occupy a full year, but by April 1, 1938, the newly- 
constituted ‘‘ Hansestadt Hamburg’”’ is to be in full 
possession of powers which it is expected will result in 
greatly increased efficiency of operation and more effective 
expansion. 

* * * * 


Greater Hamburg 


Consolidation of port administration is, of course, one 
of the main objects of the German Decree referred to in 
the previous note, which establishes a new ‘“‘ Greater 
Hamburg ”’ and effects other regional reforms. In the 
districts concerned, the general principle is that of trans- 
ferring to the appropriate provinces the outlying 
‘‘islands’’’ hitherto under the administration of muni- 
cipalities, which are themselves to be consolidated and 
strengthened. Senator Ahrens, writing in Hamburger 
Nachrichten, says that the existing four ports of Ham- 
burg, Altona, Harburg-Wilhelmsburg and the Hambur- 
gisch-Preussische Hafengemeinschaft, will be replaced by 
a single authority responsible for all questions of ad- 
ministration, maintenance, and extension; the last-named 
is a matter of special importance in view of the limited 
amount of further construction possible at Hamburg as at 
present constituted. It is felt that the practical advan- 
tages of the consolidation will compensate for the 
sacrifices of tradition involved, and, whatever be the 
difficulties of the transitional period, their removal is 
part of the new Four-Year Plan. The completion of the 
reorganisation is expected to have world-wide effects. 


* * * * 


Coronation Connections 

Intimation by the L.N.E.R. of a new train now running 
from York to Scarborough, in connection with the down 
Coronation, is a reminder of the importance of connections 
in encouraging patronage of a long-distance service of 
so novel a description as the latter. It is hardly sur- 
prising, also, that other connections are being pressed 
for by business men whose time is valuable. It has not 
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escaped the notice: of those who have interests in Glasgow 
that the last evening trains from Edinburgh (Waverley) 
to Glasgow leave at 9.45 and 9.50 p-m., whereas the 
Coronation is due in from London at 10 p.m.; and they 
rightly claim that in view of the pooling of traffic and 
the interavailability of tickets between the two routes 
from London to Glasgow, those travelling to Glasgow 
are entitled, equally with Edinburgh passengers, to share 
in the benefit of the 24 additional hours in London offered 
by the 4 p.m. departure from King’s Cross, as compared 
with the 1.30 p.m. of the Coronation Scot from Euston. 
Their wish would be easily gratified by delaying for 
15 min. at Edinburgh one of the two trains mentioned 
above. Similarly in the reverse direction a connection 
from Glasgow at 3.15 p.m. would offer 12 hr. more of 
valuable business time to those desiring it, and not par- 
ticular as to whether they reach London at 8 p.m. or 
10.30 p.m. Yet another connection suggesting itself to 
the new Coronation service is by starting the 5 p.m. from 
Hull to Newcastle half-an-hour later, and holding it at 
York instead of at Darlington for the down Coronation to 
pass, which would make the Coronation available also 
to Tees-side and Tyneside passengers. 


* * * * 


Jubilee of the Railcar 

The internal-combustion-engined railcar is so essentially 
a development of the twentieth century—and its extensive 
use a feature of the post-war period—that comparatively 
few persons realise its antiquity. Fifty years ago the 
automobile itseif was in the very early stages of its infancy, 
and the products of Karl Benz and Gottlieb Daimler were 
exciting local wonder more as scientific toys than as serious 
contributions to the art of transport. Even then, however, 
the first steps were being taken in appying the internal- 
combustion engine to rail traction. Our German cortem- 
porary, Der Bahn Ingenieur, in one of its recent issues, 
reproduced a statement from a Wiirttemberg newspaper 
of 1887, to the effect that at 10 o’clock on the morning 
of July 11 of that year, there passed through the station 
of Unterboihingen for the purpose of a trial run from 
Esslingen to Kirchheim, a trolley driven by gas-oil and 
an elegant small passenger coach driven by the same 
power. The driving equipment in both vehicles occupied 
an extremely small space and the speed was about 350 
metres a minute (13 m.p.h.). This, as our contemporary 
remarks, is probably the first news of a trolley driven by 
an internai-combustion engine, and what is more impor- 
tant, the first news of a rail motorcar. The ‘‘ elegant 
small passenger coach ’’ was not a street vehicle, but a 
four-wheeled light railway coach with covered platform 
at both ends. This pioneer railcar was built by Daimler 
and fitted with a vertical single cylinder Daimier engine 
of the Standuhr (pendulum clock) type developing 13 h.p. 


* * * * 


Brakes for High-Speed Trains 

Continued progress towards higher speeds on railways 
is dependent to a considerable extent on braking efficiency 
and on the knowledge of what takes place under all 
conditions when the brakes are on. While lighter in 
weight, many of the new high-speed trains in various 
countries have fewer wheels, with the result that the load 
per wheel on some of the bogie trucks is actually increased 
beyond that of conventional trains, and this applies par- 
ticularly to the power unit. Since the energy and heat 
must be dissipated at each wheel, the braking of the train 
varies directly as the weight of the wheel and the square 
of the velocity, and it is apparent that these trains open 
up a range of new brake problems, particularly at higher 
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speeds. It is desired to be able to stop the ultra high- 
speed trains travelling at 90 to 100 m.p.h. in the same 
distance, or if possible in less than that of the conven- 
tional standard train travelling at 60 to 70 m.p.h., and, 
as reported in the most recent issue of the house organ .of 
the Baldwin Locomotive Works, a new brake shoe testing 
machine has been devised in America which is expected 
to contribute data essential to the solution of this modern 
braking problem. The new machine duplicates in the 
laboratory the actual operating conditions of braking the 
train with any predetermined wheel load and at any desired 
speed, and it is designed to test brake shoes on wheels 
varying in diameter from 17 to 42 inches. A speed of 
150 m.p.h. may be obtained with a 2 ft. 9 in. wheel, 
the minimum equivalent wheel load being approximately 
36 cwt., and the normal maximum approximately 357 cwt. 
All these variables are under control. ; 


* * * * 


Repairing Locomotive Motion Details 

On pages 282 to 286 of this issue, we publish an article 
describing the progressive system in use at the Horwich 
works of the London Midland & Scottish Railway for re- 
pairing locomotive motion details. This article continues 
a series dealing with the reorganised methods established 
at these works; the dates on which the previous articles 
appeared are given on page 282. It is necessary in any 
system for the repair of locomotive motion details, that 
a rapid and accurate examination should be made of the 
motion pins and the holes in which they are fitted, and 
to ensure this, limit gauges are a prime necessity. Un- 
less intermediate standards are observed with the same 
precision as the first or nominal standard, the benefit 
of interchangeability is lost. Providing, on the other 
hand, that the tolerance on the differential standards is 
adhered to, a considerable saving in valuable material 
is effected and the reconditioned parts can be assembled 
with the same ease as new work. The colour scheme in 
use at Horwich is an effective means of ascertaining 
at a glance which of the parts are to be regarded as scrap 
and which require reconditioning; a third colour indicates 
that the material is ready for immediate use. We would 
draw attention also to the special fixtures used in the 
wo1ks for supporting some of the heavier components 
during the fitting and adjusting operations, which have 
proved of great utility in handling these parts. 


* * * * 


Peak and Off-Peak 

Those who complain that the English language is being 
contaminated by alien importations, may be consoled by 
the knowledge that some of its phrases are still thought 
worthy of adoption on the Continent. A French news- 
paper, for example, has coined le rush, to express a state 
of pressure on transport services all too familiar this side 
of the Channel. Some such term was really needed, for 
the approved heures d’affluence seemed a stately term 
for so hectic a period as the rush hours. Besides, to the 
English reader at least, the affluence gave it a flavour 
oi implied prosperity to which those whom economic 
necessity obliges to engage in le rush are sometimes 
strangers. The French language has thus now provided 
itself with a pithy monosyllable to describe both the rush 
hours and their opposites. The latter had already been 
labelled the ‘“‘ hollow hours ’’ (heures creuses), a phrase 
which will be appreciated in English-speaking countries 
where the other end of the traffic scale is called ‘‘ the 
peak.’’ We ourselves do not seem to have so compact 
a description for the off-peak period. Dare we hope that 
the speedy adoption of some means for spreading le rush 
will make one unnecessary? 
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The Press in India on the Wedgwood 
Report 


WHiLst approving the Wedgwood Committee report, 

“as a clear, decided, and comprehensive piece of 
work,’’ the responsible press in India, we are glad to see, 
is not averse to calling attention to the committee’s praise 
of existing methods and administrations. One comment 
is that ‘‘ India’s railways do not come badly out of the 
examination. Proposals for improvement in working 
proceed from recognition of good work done.’’ Emphasis 
is also laid on the passage in the report, ‘‘ in their ability 
to pay 4 per cent. on their capital, the Indian State-owned 
railways compare favourably with other large railway 
systems throughout the world.’’ In a slightly different 
vein one commentary remarks that ‘‘ the report is a 
stimulating doctrine in the sense that it calls on India to 
brace itself for a loss of hope’’ (of a railway surplus 
available for the relief of general revenues). Satisfaction 
is expressed at the recommendations that the railways 
should run their own road services, and make agreements 
with road undertakings. Also the soundness of the advice 
that a reduction of fares should never be used as a means 
of combating road competition unless it is intended that 
such reduced fares should be retained after they have 
achieved their object, is appreciated by at least one editor. 
Higher speeds and the general importance of the time 
factor in management are points that are urged, and the 
comment is made that ‘‘ what involves delay irritates when 
the competition is against enterprising rivals who have 
great strength in their mobility.’’ To enhance their 
popularity and prestige, the Indian railways are exhorted 
not only to improve their services, but also to have “‘ a 
better way with them.”’ 

* * * * 


Rates Tribunal Inquiry 


THE Railway Rates Tribunal is to be congratulated 

on the very painstaking manner in which it con- 
ducted the 1937 review of the standard and exceptional 
charges of the four amalgamated companies and upon the 
extremely clear and succinct terms of its judgment, issued 
on August 5, in one of the most important cases it has 
been called upon to decide since standard charges were 
introduced in January, 1928. The judgment, which is sum- 
marised on page 295, states, inter alia, that, after finding 
that there was a deficiency in the net revenues of each 
company as compared with the standard, which was not 
due to lack of efficiency or economy in the management, 
the tribunal could not say that owing to change of cir- 
cumstances the deficiency of any of the companies is not 
likely to continue. In view of these findings and the 
mandatory provisions of Section 59 (4) of the Railways 
Act, the tribunal had to proceed to modify all or any 
of the standard charges and make such a corresponding 
general modification in the exceptional charges as it might 
consider necessary to enabie the companies to earn their 
standard revenue in future. To assist the tribunal in the 
consideration of this problem, the railway companies ex- 
pressed the view that a general increase of 5 per cent. or 
thereabouts in the standard and exceptional charges would 
enable each of them to earn more net revenue than if the 
charges remained unaltered, and the tribunal accepted 
this view without any substantial modifications. Accord- 
ingly it issued a preliminary announcement on July 27 
intimating that it had decided to sanction an increase of 
5 per cent. in these charges as from October 1, 1937, 
subject to certain exceptions, the broad effect of which 
was that in the case of merchandise and coal, charges of 
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less than 10d. a ton, and, in the case of workmen’s tickets, 
fares of less than 5d., would not be increased. 

The judgment now explains the reasons which prompted 
the tribunal to make these exceptions and lays down the 
method by which they are to be achieved. It will be 
recalled that on May 18 the railway companies submitted 
to the tribunal a graduated scale which they suggested 
might be used for giving effect to any increase ordered 
by the tribunal. This scale propounded a minimum in- 
crease of Id. a ton on merchandise rates and 3d. on 
passenger fares, a proposal which involved an increase 
exceeding 5 per cent. on certain charges and less than 
that figure on others, the net result being that overall 
there was a 5 per cent. increase as nearly as could be 
calculated. During the hearing objection was taken that 
such a proposal would bear inequitably and unduly hardly 
in the case of traffic carried at very small charges. The 
tribunal accepted this contention and to meet the point 
it has medified the existing rules under which fractions 
of a penny are dealt with, in such a manner as will ensure 
that these low charges will not be increased. Considerable 
attention was directed during the hearing to the amount 
of additional net revenue likely to be raised by the adop- 
tion of the companies’ proposal, and Sir Ralph Wedgwood 
estimated that, on the basis of the traffic passing during 
the first 28 weeks of this year and assuming no traffic was 
lost or diverted, a sum of about £7,500,000 would be 
obtained. For competitive and other reasons, however, 
the companies felt it would not be possible to secure the 
full amount of any such increase, if granted by the tri- 
bunal, and probably not more than an _ additional 
£5,600,000 of net revenue would be realised. 

This estimate was characterised as ‘‘ at the best an 
instructed guess and quite certainly wrong, but the best 
we could do.’’ Accepting this figure at its face value, the 
further limitations propounded by the tribunal will not 
reduce it to any material extent. The bulk of very short 
distance traffic is coal class traffic, of which probably 
about ten million tons are carried annually. The exemp- 
tion of such a tonnage from the increase of Id. a ton pro- 
posed by the companies would at the most mean a 
reduction of £50,000 in the estimated additional revenue, 
while the exemption of workmen’s fares under 5d. repre- 
sents a much smaller sum. The decision does not apply 
to the London suburban passenger fares of the amalga- 
mated companies as Section 33 of the London Passenger 
Transport Act excludes them from the purview of these 
proceedings. It is extremely difficult at the present time 
to assess the extent to which the right to earn this addi- 
tional revenue is likely to affect the financial results of 
the companies for 1937 or 1938. Prices of materials have 
risen and continue to rise, the wages bill has already been 
increased by over £800,000 this year in respect of the 
restorations during 1936 of part of the wage cuts made in 
1931, while the recent decision of the Railway Staff 
National Tribunal will add a further £2,900,000 per 
annum to the wage costs. Moreover, the additional traffic 
the companies are securing is involving additional 
operating costs and thus, while the decision of the tribunal 
should certainly enable the companies more nearly to 
approach their standard revenue, there seems little prob 
ability of them achieving it in the near future. 

Apart from authorising the increase in railway charges, 
the tribunal’s judgment is unusually important for the 
views it expresses in regard to Section 58 (2) of the 
Railways Act, 1921. It was contended during the hearing 
that the predominant and over-riding consideration in 
determining whether a modification of railway charges 
should be made is the public interest, and it was urged 
on behalf of several influential trading and passengers’ 
associations that it was not in the public interest that 
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charges should be raised, even if the tribunal was satis- 
fied that such a step would enable the companies to earn 
their standard revenue. On this point the tribunal estab- 
lished for the first time that, in its view, the legislature in 
enacting Sections 58 and 59 of the Act, regarded the reali- 
sation of the standard revenue as being in the public 
interest. Further, the tribunal does not consider that under 
Section 59 (4) of the Act it is required to have regard to 
the interest of the public, except in so far as it may be 
relevant—though it states that it is difficult to imagine 
circumstances in which it would be relevant—in connection 
with the question of the nature and extent of the modi- 
fication necessary to enable the standard revenue to be 
earned, and except to the extent to which it is directed 
to have regard to it under Section 58 (2). Moreover, in 
regard to the contention of certain organisation that they 
were unable to bear increased charges, the tribunal states 
it does not consider it should have to give any weight to 
this point, except in so far as it might result in loss of 
traffic and leave the railway companies worse off than 
they would have been if the higher charges had not been 
imposed. The pronouncements give the standard revenue 
something vastly more important than an academic 
interest. The railway companies’ rates staff will now have 
a particularly arduous time during the next two months 
in applying the terms of the judgment and an even heavier 
task in the ensuing months in endeavouring to counteract 
any marked diversion of traffic to other forms of transport. 


* * * * 


The French Railways and the State 


HATEVER may be the final outcome of the present 
reorganisation of the French railways, and negotia- 

tions are known to have been continuing for some time, 
it is essential, if the position is to be understood 
adequately, to realise the situation as it has existed up to 
the present time. There are five company-owned and 
operated railways in France, namely the Nord, the Est, 
the P.L.M., the P.-O., and the Midi. The last two are 
managed jointly somewhat after the lines of the erstwhile 
South Eastern & Chatham Railways Managing Committee, 
and indeed for all practical operating purposes they have 
been one railway since 1934. In addition to these five 
company-owned lines, there are, of course, the Etat or 
State Railways proper, wholly owned and operated by the 
Government though through the medium of a railway 
board, and the Alsace-Lorraine Railways, equally State 
owned and operated, but with a completely separate 
organisation from the State Railways proper. The Etat 
was built up from a number of small lines in the sparsely 
populated region within the triangle Nantes, Tours, and 
Isordeaux, and in 1908 became a railway of first rate im- 
portance when these lines were amalgamated with the old 
Quest Railway taken over by the Government in that year. 
The Alsace-Lorraine system consists of those lines acquired 
by France when these two provinces were handed over by 
Germany at the close of the 1914-19 war period; in part 
they consisted of Est Railway lines which had_ been 
lost to that railway at the close of the Franco-Prussian 
war, and for some time it was expected that in their en- 
larged form they would be re-joined to the Est system. 
However, in practice, the policy of public ownership was 
decided upon, and a separate local administration was set 
up with headquarters in Strasbourg, thus keeping in close 
touch with the special requirements of the area. The five 
company-owned and operated lines are in many respects 
privately-owned organisations in name more than in 
reality, since they are operated only under lease from the 
French Government and the time is drawing near when 
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the various operating leases begin to run out. The exact 
dates are as follow: — 


Date of Origin Date of Expiry 


Nord September 20, 1845. December 31, 1950. 
Est December 17, 1845. November 26, 1954. 
P.O. August 13, 1838. December 31, 1956. 
P.L.M. July 3, 1857. December 31, 1958. 
Midi November 6, 1852. December 31, 1960. 


As pointed out by a French railway generai manager 
over a quarter of a century ago, the French railway com- 
panies are subjected to the minute control of the State, being 
really independent only as regards their transport tariffs; 
but the immediate post-war period removed very com- 
pletely even this form of freedom. It would not be 
inaccurate to describe the lease system of the French rail- 
ways as ownership by the State of the infrastructure and 
the major engineering works, leaving the companies as 
leasehold proprietors of the permanent way, rolling stock, 
and other assets. 

To understand the agreements between the French 
Government and the railways, it is necessary to go back 
to 1859, when conventions were signed between the main- 
line railways and the Government, ratified by the laws of 
June 11 of that year. They were based on the principle 
ot a guarantee of interest, thus preventing the holding up 
of the construction of new lines owing to temporary lack of 
capital. Whilst this guarantee of 4:65 per cent. was to 
last for 50 years, it was to apply only to the newly con- 
structed lines, the companies retaining the net receipts they 
derived from their original lines. In reality the guarantees 
were loans carrying simple interest at 4 per cent., but 
this scheme, though the conventions were amended in 
1863, 1868, 1873, and 1875, did not bring about sufficiently 
vapid construction of the additional lines, and in order to 
make certain that the so-called Freycinet Plan should be 
completed, it was realised in 1878, owing to pressure 
in the Chamber, that a new series of conventions would 
have to be arranged. These date from 1883 and simplified 
the situation through the amalgamation of the accounts 
covering the original and the new lines. Although the 
position in regard to the Nord and the P.L.M. was 
somewhat different from that of the other companies, in 
general it can be said that the new conventions fixed the 
suaranteed dividend at a figure very similar to that which 
had hitherto applied, but for all the railways the guaran- 
teed dividend, before sharing in any surplus profits, had 
been lowered and the share of the State, in the net receipts 
which exceeded the figure corresponding to this dividend, 
had been raised from one-half to two-thirds. In the 
case of acquisition by the State, provision was made for 
distribution to the shareholders of an annuity calculated 
on the net receipts and the value of rolling stock, stores, 
and so forth. By these means the Freycinet Plan of rail- 
way construction was continued without increasing the 
National Debt. 

These 1883 conventions may be regarded as the charter 
of the French railways in the pre-war decades; at that 
period the financial provisions worked well, and in a 
typical year, 1906, the operating ratio of the French rail- 
ways was amongst the lowest in Western Europe, namely, 
53 per cent. The only material change was the absorption 
of the Ouest by the State, an event already referred to. 
The post-war period called for complete revision; the 
railways had been operated as one system for five years, 
much mileage had been completely destroyed, and for 
some years normal conditions could not be expected. As 

a consequence, a new Convention dated June 28, 1921, 
was signed, a landmark in French railway history which 
may be compared with the 1921 Railways Act in Great 
Britain, and the Transportation Act, 1920, in the United 


































States. Ratified by the law of October 29, 1921, and 
approved by the shareholders, the 1921 Convention came 
into force retroactively to the beginning of the year. 
The Alsace-Lorraine system came within the same frame- 
work in 1923, and its outstanding characteristic was to 
bind to the State still more closely all the railways, inclu- 
sive of the Etat system. Whereas the principles embodied 
in the earlier conventions were not changed, one important 
new principle was added, namely, the treatment of the 
various railways as one entity. The tangible expression 
of this was the formation of a Common Fund for all 
the railways, the intention being that the surpluses of 
the wealthier railways should offset the deficits of those 
passing through difficult financial periods. After a period 
during which normal working and financial equilibrium 
should be restored, the date for the close of this period 
being fixed as 1926, and during which the State would 
make good the losses, it was provided under the terms of 
the Convention that the Government should arrange for 
an increase in fares and for rates so as to provide addi- 
tional revenue if operating expenditure and interest charges 
were not being met. 

In practice, successive French Governments failed to 
grant these increases repeatedly requested by the railways, 
with the consequence that the financial position of the 
French railways has grown steadily worse over a period 
of nearly ten years. It is not necessary to recapitulate 
the devastating effects of trade depression coupled with the 
steady erosion of railway receipts due to the inroads of 
road competition. For a variety of reasons, the care- 
fully designed pacts bringing about rail and road co- 
ordination have made practically no headway. Changes 
in the value of the French franc make any analysis of 
the financial situation extremely complex, and perhaps 
even a little misleading, but, in order to realise the mag- 
nitude of the problem which is now being faced jointly 
by the French Government and the French railways, it 
is necessary to append a few figures which are self-explana- 
tory. The difficulties really began after 1929, and during 
the re-organisation period 1921-1926 it should be pointed 
out that the actual deficit, which fell to be made good by 
the Government, namely fr. 4,813 million was very close 
to the forecast estimate of 4,538 millions. The following 
figures, expressed in millions of francs, show how the 
resuits for the individual years have had their effect on 
the common fund. The share of the Etat system in these 
years has varied between about a third and a quarter 
of the total. Annual deficits are shown by a minus sign 
and surpluses by a plus sign: — : 


Year 

1921 a ab = ‘“< a sie — 1,924* 
1922 i 7 =o nn nas “ — 1,221* 
1923 oc = jp me Sia in — 1,108 
1924 oa ~~ we ns i he _ 460 
1925 - _ oe se bee — 570 
1926 af a as st oe ne + 560 
1927 a a o ie ie 4 — 226 
1928 me ~~ “ és ws ra + 752 
1929 i ie _ ee a ae a 326 
1930 “ ne a ae a és — 1,298 
1931 _ ye wis «s as ce — 2,626 
1932 ae - = os e = — 3,688 
1933 ibis a a = re ae: — 3,978 
1934 - a4 wie ei a “as — 3,570 


— 19,031 


* Exclusive of the Alsace-Lorraine system. 

It should be noted that these figures apply only to the 
annual deficits properly so-called, and to obtain the total 
deficit of the Common Fund, there must be added to the 
cumulative total the annuities due to the annual deficits 
incurred from 1921 to 1925 and borne by the Common 
Fund as from 1927; these totalled fr. 3,675 million, thus 
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bringing up the grand total to 22,706 millions by the 
end of 1934. The results for 1935 were even more serious, 
as the operating ratio rose from 92} per cent. to 104 per 
cent.; only two systems, the Nord and the P.O.-Midi, 
earned even operating surpluses, the operating deficit for 
all the lines aggregating 401:49 millions, and the final 
deficit falling on the Common Fund totalled 3,832 millions, 
By the end of April, 1936, the total deficit of the Common 
Fund was placed at the enormous sum of fr. 27,048 
million, and the months that have elapsed since then will 
have served to raise that figure quite materially, although 
detailed figures for 1936 are not yet available on a com- 
parative basis. It is hard to define the exact relationship 
between the French Government and the railways, for it 
has no counterpart in other countries, but it is clear that 
the stake of the State, which has had to guarantee the 
loans raised to make good the deficits, must be a very 
important one, especially when it is recalled that the 
French railways are only operating companies under ter- 
minabie leases. To what extent the actions, or often lack 
of action, by successive French Governments have brought 
about the present grave financial position is a matter of 
opinion, but the French official railway viewpoint is that 
the Government has derived directly or indirectly large 
financial benefits, through taxes on transport, carriage of 
troops, postal services, &c., which offset the deficits to a 
very great extent. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 








Baltic versus Hudson 


Coll-Earn, 
Auchterarder. 
August 8 
To THE Epiror oF THE RAILWAY GAZETTE. 
Sir,—Thank you for printing my letter on page 227 of 
your August 6 issue. Mea culpa, mea culpa, mea maxima 
culpa! In my haste I must have written “‘ Nord ’’ for 
‘* Baltic.’’ I wanted you to lead us in the paths of right- 
ness by your standardising ‘‘ Baltic ’’ for the 4-6-4 type, 
in place of ‘‘ Hudson,’” and so do honour to its Nord 
primogeniture and usage in nomenclature. 
I remain, 
In an apologetic humbleness, 
NORMAN DORAN MACDONALD 








LARGER LOCOMOTIVES FOR THE GREAT CENTRAL SECTION.— 
In order to facilitate the use of locomotives of the Pacific 
and ‘‘ Green Arrow ’’ classes on the Great Central Section of 
the L.N.E.R., it has been decided to install modern 70-ft. 
turntables at Marylebone and Leicester. The existing turn- 
tables at these depots are only 55 ft. in diameter, which 
renders it impossible to turn locomotives of the larger types 
it is intended to use on the Great Central Section; engines 
of the ‘‘ Green Arrow ’’ class have a wheelbase of 56 ft. 
and the Pacific engines have a wheelbase of 61 ft. These 
larger engines are necessary in order to deal with the in- 
creasing loads of the fast trains now running between 
Marvlebone, Leicester, Nottingham, Sheffield, Manchester, 
Bradford, and Newcastle. In addition to the installation 
of the new turntable at Marylebone, a small mechanical 
coaling plant of the tub-elevator type is to be installed which 
will handle approximately 10,000 tons of coal a year. The 
turntables to be installed both at Marylebone and Leicester 
will be equipped with the vacuum tractor by means of which 
the locomotive is enabled to turn itself on the table utilising 
the vacuum power of its brake equipment for the purpose. 
This equipment was described in THE Rattway Gazette of 
February 8, 1935. 
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PUBLICATIONS RECEIVED 


Le Nouveau Poste électrique de 
Lagny-Thorigny-Pomponne (The 
new electric Power Signal Box at 
Lagny-Thorigny-Pomponne station). By 
M. Vinot, Chef du Services des Etudes 
de |'Exploitation, Chemins de fer de 
l’Est 5 pages. 8} in. 11} in., 
5 pl and 2 diagrams. Reprinted 
from Revue Générale des Chemins de fer, 
May, 1937. Dunod, 92, Rue Bonaparte, 
Par Price not stated.—In our issue 
of June 11, 1937, we published an article, 
based on information supplied by the 
author of the present publication, 
describing the so-called postes semi- 
autonomes, Or semi-independent inter- 
lockings, in service on the Est railway, 


itOS. 


which represent a particularly interest- 
ing development of the long-distance 
control and operation of points and 
signals over a few wires. One of these 
postes was that at the western end of 


Lagny-Thorigny station, which was 
shown as being used temporarily as a 
signal box proper pending the com- 
pletion of the alterations and new 
power signal box at the eastern end. 
These works are now completed, and the 
present reprint describes the new layout 
and route-levers, and the methods of 
working now in_ force. There are 
several interesting features in the work, 
such as the provision of special reserve 
switches placed some distance from the 
cabin, from which the points can be 
worked if the cabin is seriously damaged, 
a precaution now being taken in all 
installations on the Est. The 
indication of arriving and departing 
movements, and of movements in the 
station, by different colours on the 
illuminated diagram is also novel. 
The traffic at Lagny comprises about 
110 trains each way daily, 14 terminat- 
ing there ; since the completion of the 


new 


work the number of signalmen has 
been reduced from 15 to 4. At present 
the 4-track section from Paris ends 


here, the railway continuing as a double- 
line towards Nancy. The Est Signal 
Department is extremely progressive, 
and the Lagny installation is an excel- 
lent example of modern methods of hand- 
ling traffic economically and rapidly. 


Een der Oorzaken van het Spoor- 
wegtekort : De Kosten der Over- 
wegen a Niveau. (One of the Causes 
of the Railway Deficit: The Cost of 
the Level Crossings). ByS.A. Reitsma. 
Utrecht, 1937. Editor of Spoor- en 
Tramwegen. 24 pages, 6} in. 9} in. 
Unpriced.—In this pamphlet the author 
seeks to arrive at a rough general esti- 
mate of the annual cost to the Nether- 
lands Railways of the 1,192 guarded 
level crossings on that system, putting it 
roundly at about 3,500,000 fl. It is 
pointed out that if, as the author 
Suggests, from his study of the history 
of the question and the effects produced 
by the altered road traffic of the present 
day, half this charge were to be borne 
by other authorities, a welcome saving 
to the railways would result, a saving 
which he considers to be due to them. 


Mr. Reitsma shows how the obligation 
to fence the railway in arose in the 
Netherlands in the early days, as it did 
elsewhere, and that this was insisted 
on as a means of ensuring the safety of 
railway passengers, not the highway 
users, or at least that was what the terms 
used in legislative enactments con- 
veyed. The cost of complying with 
them was held by many to be quite a 
reasonable burden, in view of the “‘ sub- 
stantial profits ’’ which railway promo- 
ters were expecting to receive. Watér 
transport competition has, however, 
prevented the Dutch lines ever realising 
these sanguine hopes. 

Very few accidents occurred at cross- 
ings in those days. During 23 years 
working of the Holland Railway Com- 
pany’s and several other lines it was 
found that only 16 persons had been 
killed and 4 injured thereat, including 
suicides and trespassers. Fundamen- 
tally, the law has never been changed, 


though motor traffic has altered the 
whole situation. The law now says, 


in effect, not that he who runs a risk 
must pay—not merely contribute to- 
the cost (as the passenger was considered 
to be doing), but that it is the railway 
which now endangers the motor traffic 
and should, therefore, still pay. In 
1922, however, financial difficulties 
obliged the authorities to do something, 
and the guarding of many crossings was 
given up, but the safety of the trains was 
scarcely spoken of in that connection. 
The criterion advanced was whether 
the road traffic was slight enough and 
the view good enough for a crossing 
to be left protected merely by warning 
boards. Light signal warning appara- 
tus is as yet in use, apparently at one 
crossing only, at Steenwijk. Such 
apparatus is regarded in Germany as 
practically equal, as far as railway 
responsibility goes, to barriers. 

After discussing the whole subject, 
with references to foreign authorities 
and the views advanced in the press and 
Parliament, Mr. Reitsma puts forward, 
as a general solution to the matter, 
that crossing costs be borne—save in a 
few special cases—equally by the railway 
and public authorities. He points out 
what we think to be the case, that al- 
though the road motorist talks about 
the danger of crossings, he is really 
annoyed that in order to be safe he 
is sometimes obliged to wait. 


Electrical Progress.—<An _illus- 
trated survey of a year’s achievement 
by the General Electric Co. Ltd. has 
reached us from the London offices of 
that company at Magnet House, Kings- 
way, W.C.2. Transport is represented 
by a view of one of the latest train 
units for London Transport tube rail- 
ways, which are equipped with G.E.C. 
multi-notch control. In addition to 
specimens of large motors, furnaces, 
mercury arc rectifiers, and turbo- 
blowers, there are examples of Corona- 
tion floodlighting for which the G.E.C. 
was responsible. The pages concerned 


bo 
~ 
vr 


give a fine impression, in colour, of St. 
George’s Chapel, Windsor; Hampton 
Court Palace ; and the Bank of England; 
as floodlit by the company’s equipment. 
Another important application of open- 
air lighting is at aerodromes, and 
G.E.C. beacons and landing lights are 
in use at the Leeds, Leicester, and Jersey 
airports, to mention but a few home 
examples. 

Electric Bells and Indicators.— 
We have received from Gent & Co. Ltd., 
Faraday Works, Leicester, a catalogue 
of electric bells, audible and visual signal 
systems, batteries, and associated 
sundries. Among the indicator systems 
is a semaphore type suitable for installa- 
tion in the corridors of trains, where it 
has the advantage of being visible at a 
distance. A luminous call system is also 
illustrated, as installed exclusively in 
the R.M.S. Queen Mary. Many varieties 
of bells and bell pushes are shown, and 
such electrical accessories for the installa- 
tion of bells and indicator systems as 
bell wires, cables, and cords ; insulators ; 
meters ; and wet and dry batteries. 


Cordoba Siempre de Temporada. 

A translation of the spirit of the title 
given to this publicity booklet from 
the Central Argentine Railway might 
be: ‘‘Cordoba for holidays all the 
year round.” It is a collection of 
reproductions of oil paintings by artists 
in the Publicity Department of the 
company, illustrating various aspects 
of life and scenery in the Cordoba hill 
district for every month of the year, 
accompanied by descriptive letterpress 
emphasising the attractions of the area 
as a health and pleasure resort at all 
seasons. With its twelve full-page 
reproductions in colour of originals 
which reach a high artistic standard, 
the booklet is a successful venture in a 
novel form of travel publicity. 

Transport Equipment.—tThe Lay- 
cock Engineering Co. Ltd., Victoria 
Works, Millhouses, Sheffield, sends us 
this comprehensive eighty-page cata- 
logue. The appliances described and 
illustrated include steam-heating appa- 
ratus, automatic couplers, collapsible 
vestibules and gangways, vacuum brake 
apparatus, window blinds and fittings, 
window balancing gear, roof ventilators 
and ventilating lights, metallic furni- 
ture, seats of all types, and sliding door 


gear. The Laycock Engineering Co. 
Ltd. has been established for over 


50 years as a manufacturer of rolling 
stock equipment, and the firm’s speciali- 
ties have been supplied all over the 
world to the leading railway and road 
transport undertakings. Two speciali- 
ties are the Buckeye automatic centre 
coupler and the Pullman type vestibule, 
both of which were adopted and intro- 
duced into this country by the late 
Mr. W. S. Laycock. The Buckeye 
coupler (drop down type) was designed 
to overcome the difficulty and expense 
of conversion from non-automatic to 
automatic couplers, enabling both types 
to be used together during the change 
over. The Pullman type vestibule re- 
duces to a minimum the danger of 
telescoping of carriages in collision. 
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THE SCRAP HEAP 


An otter 3 ft. in length and weighing 
25 lb. was electrocuted on the Southern 
Railway at Windsor last week. It had 
apparently come from the Thames at 
Romney Lock. 

* ¥* * 

It is reported that a newly-formed 
temperance society has adopted the 
locomotive as its symbol. Asked why, 
the President replied that ‘‘ a locomo- 
tive is characterised by its strength 
and capacity for continuous hard work; 
it is a heavy drinker, consuming vast 
quantities of liquid, but never anything 
stronger than water.”’ 

* * * 

A giraffe 13 ft. high destined for the 
zoo at Vincennes provided the French 
railways with a problem recently when 
it was unloaded at Bordeaux for trans- 
port to Paris. A special low-loading 
wagon was used, and travelling in this 
the giraffe was able to negotiate all the 
bridges on the line. It arrived in Paris 
safely. 

~ * * 

A house-proud woman of St. Paul, 
Minnesota, has been successful in a 
strange plea to a railway company. 
She asked that trains should be kept 
away as she was painting her house and 
did not want her handiwork spoilt by 
soot and cinders from engines. Her 
request was granted, and orders were 


given for trains not to be shunted near 
her house. 
* x + 


‘* And what do you think your horse 
was worth? ”’ asked the railway claims 
inspector of a farmer whose colt had 
been killed on the line. 

‘* Well, not a penny less than £50! 
emphatically declared the son of the 
soil. 

‘* Pedigree stock, I 
queried the inspector. 

‘Well, no,’’ the bereaved admitted 
reluctantly ‘“ But you could never 
judge a colt like that by its parents.’’ 

No,’’ the inspector agreed dryly. 

But I’ve ofted noticed how crossing 
it with a railway engine will improve 
the breed.’’ 

k * * 


” 


presume? 


Some 2,000 children were given the 
task of eating a ton and a half of 
chocolate after President Lebrun had 
officially opened France’s longest rail- 
way tunnel, through the Vosges 
mountains. In honour of the occasion 
a local factory built a chocolate tunnel 
15 ft. high for the children of Sainte 
Marie aux Mines, and President Lebrun 
left the official banquet to see the 2,000 
children trooping through the chocolate 
arch. Later the chocolate was broken 
up and all present helped themselves. 
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A poster widely circulated in Madrid 
and reproduced in the Madrid news- 
papers (A.B.C., &c.) invokes the 
aid of voluntary labour for the com- 
pletion of the direct Madrid-—Valencia 
railway. 





Si queréis, el abasteci- 
miento de Madrid se re- 
solver& en cuarenta dias. 


|TODOS A LAS OBRAS DEL FERROCARRILI 
OFICINAS OE ALISTAMIENTO: PACIFICO, 4 


The following is a literal translation 
of the poster (which is also referred to 
on page 278 of this issue) : 

WORKERS: 

If ye will, the provisioning of Madrid 
will be solved in forty days. 

EVERYONE TO THE RAILWAY WORKS! 


Recruiting offices, Pacifico 4. 








One Hundred Years Ago 


Extracts from the August, 1837. 


issue of “The Railway Magazine ~ 


(afterwards ** Herapath’s Railway Journal”) and the oldest constituent of 
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Great Western Railway.—The con 
tract for the rails between London and 
Maidenhead (about 3,000 tons) has been 
taken at 25 per cent. below the last 
estimate submitted to the proprietors. 

French Railway The French 
Chambers have just voted a railroad 
from Alais, in the mountains of 
Cevannes, to Beaucaird on the Rhone, 
passing by Nismes. The Government 
lends 240,000/7. to the undertakers, the 
latter promising to furnish coal to the 
French Government steamers at Mar 
seilles at 20 per cent. under the present 
price. By means of this railroad 
English coal is to be undersold at Mar- 
seilles; and, according to the report, 
these mines were to supply, not merely 
the Mediterranean ports, but Bordeaux 
itself.—Newcastle Courant. 

Birmingham Railway.—tThis line 
opened for the public to Boxmoor, 
about twenty-five miles, on the 20th 
July; but for several preceding days 
the Directors and their friends made 
daily excursions to see that all was 
right. The average speed of the trains 
is twenty-two miles and a half an 
hour, including stoppages, and twenty- 
five, excluding them. The carriages 


are made convenient and comfortable, 
particularly the first class, but at 
present they work rather stiffly. Con- 
siderable order and system are mani 
fest in the arrangements. There are 
three classes of trains which run each 
once a day from either end at periods. 
stated in the advertisement on the 
wrapper. We understand the conflux 
of passengers was so great that the 
Company found considerable difficulty 
in accommodating them No fair 
criterion, however, can be formed of the 
revenue of this or of the Grand Junc- 
tion line, until the former is finished 
to Birmingham, so as to complete the 
railway connection with London, Bir- 
mingham, Liverpol and Manchester. 


Brighton Railway.—The union of the 
Companies alluded to in our last num- 
ber has been completed, and an Act 
has been passed giving effect to the 
arrangement, which on reference to the 
Act is as follows :— 


Messrs. Stephenson’s Company have seven Directors, and 11,000 shares. 
Messrs. Rennie’s Company have five Directors, and 11,000 shares. 
South-Eastern Brighton have five Directors, and 6,600 shares, have the 
Mr. Gibbs’ have three Directors, and 5,400 shares. 

Mr. Mills’ or Cundy’s have three Directors, and 2,000 shares. 


Making a capital of 36,000 
shares of 50/7. each, the whole of which 


are rateably allotted by the Provisional 
Directors of each of the five Companies 
among the holders of shares in those 
Companies respectively. A provision 
is made in the Act, that each Company 
shall defray its own expenses up to the 
13th day of June, 1837, and in order 
to equalise the capital, the shares in 
the new Company will be issued as 
having paid 501. on each share. By 
the Act the proportion of shares to 
each Company with reference to its 
original capital will be as follows :- 


New Old 
Stephenson’s Company 11 for 10 
Rennie’s . ¥s ‘ i, 
South Eastern Brighton Company .. 1 2 
Gibbs’ nw - ra ar I 5 
Mills’ or Cundy’s a5 ; ata 1 5 


The value of the exchange to be thus 
made must depend on the extent of 
expense incurred by each Company up 
to the time specified. The four first 
mentioned Companies are to declare 
their option or intention to take shares 
within six weeks after passing of the 
Acts (the Act received the Royal 
Assent July 15, 1837), and failing this, 
the shares are forfeited, and the party 
released from all liability under the 
Act in respect of his subscription. It 
appears the South- 
Eastern Company 
power 
of purchasing the 
entire line from 
Croydon to Merstham within a given 
period. 
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AFFAIRS 


(From our special correspondents) 


ARGENTINA 


Cordoba Central Railway 


[The collapse of the strike on the 
Cordoba Central Railway, referred to 
in THE RAILWAY GAZETTE of July 23, 
me as a surprise, as the unanimity of 
the men and their defiance of the union 
made it appear as if an extremely diffi- 
ult situation had been created. The 
reason for the calling off of the strike 
was apparent a day or two later, when 
the Government issued a_ Decree 
suspending the wage cuts (the cause of 
the trouble) from June 1 to Sep- 
tember 30 of this year, but the extra 
will be borne not by the rail- 
way company, but by the Government, 
while the Bill authorising the purchase 
of the line is under consideration by 
Congress. On most railways the wage 
uts have been restored, owing to im- 
proved returns, but the poor working 
results of the Cordoba Central have 
necessitated its being an exception, and 
hence the recent attitude of the men. 
With a Presidential election in the 
offing, they chose a good time to 
enforce their claims, and the Govern- 
ment decided to raise wages to their 
old level until September 30, when the 
parliamentary term expires. At the 
Annual Congress of the Union Ferro- 
iavia, held recently, a resolution was 
| urging the acquisition of the 
Cordoba Central line by the State, and 
this is looked upon as_ having 
strengthened the chances of the Bill 
being made law during the current 
vear’s sittings. 


expense 


issed 


The Transandine Railway 

\ Bill providing for the purchase by 
the Government of the Argentine 
section of the above railway between 
Mendoza and Las Cuevas, was sub- 
mitted to Congress on June 23, accom- 
panied by a message asking for the 
necessary legislative sanction, as well 
is approval of the Government’s 
Decree of February 11 last, authorising 
the reconstruction of the damaged 
portion of the line at the expense of 
the State Railways. The message 
briefly reviewed the history of the rail- 
way during the past few years, and 
recalled that, even before the disaster 
f January, 1934, which destroyed an 
extensive stretch of the line, traffic over 
the railway had diminished very con- 
siderably, with the result that the com- 
pany had not the necessary funds— 
estimated at some $5,600,000 paper— 
wherewith to carry out its reconstruc- 
tion. In view of this fact, the Govern- 
ment had ordered the work to be done 

the State Railways administration. 
The message stated that it was not 
expected that the working of the rail- 
way would yield any immediate profit, 
but it was hoped that this end would 

eventually attained by means of an 
igreement between Argentina and 
Chile, abolishing the Customs barriers 


between the two countries. It was also 
anticipated that the linking up of the 
line with the State Railway system by 
means of the new branch from Pie de 
Palo to Mendoza, would result in an 
increase of traffic over the Transandine 
Railway. The pointed out 
that in deciding to acquire the Tran- 
sandine Railway, the Government was 
acting in accordance with the railway 
policy which it had outlined to Congress 
in December last, in connection with 
the purchase of the Cordoba Central 
Railway. 

The purchase of the railway, in- 
clusive of all lands, stations, bridges, 
sidings, rolling stock, fixed and move- 
able plant, equipment and installations 
of all kinds, has been fixed at £750,000. 
Of this sum 10 per cent. will be paid in 
cash, and the balance by means of an 
issue of bonds bearing interest at 4 per 
cent. per annum and 1 per cent. 
amortisation. The agreement also 
provides for the combined working, as 
far as possible, of the Transandine, 
Buenos Ayres & Pacific and Argentine 
Great Western Railways. 


message 


New State Railway Branch Opened 
The new branch of the State Rail- 
ways from Tostado, Province of Santa 
Fé, to General Pinedo, in the Chaco 
territory, a distance of approximately 
215 km., was officially inaugurated on 
June 21, when two trains proceeding 
from each of the terminal points men- 
tioned, met at km. 136, where the rails 
were recently joined up. Cotton is 
extensively grown in the region served 
by the new line, the opening of which 
is expected to give an impetus to this 
industry. The cost of the work is 
estimated at some $18,000,000 paper. 


Institute of Transport (Argentine 
& River Plate Centre) 
meeting of the above branch 
Buenos Aires on June 18, a 
‘Wagon Utilisation’’ by 
Pheasant, B.A. & Pacific 
discussed. Mr. §. G. 
Mayne, Managing Director, Percy 
Grant & Co., and Chairman of the 
branch, presided. Many phases of the 
subject—which is of special interest to 
the Argentine railways, owing to the 
exceptionally heavy demands made on 
their wagon resources during the last 
few months by the record grain move- 
ment—were discussed, and numerous 
questions asked. 


CHILE 


Fatal Railway Accident 

A serious railway accident occurred 
outside the Baron terminal station of 
the State Railways at Valparaiso on 
the electrified section on June 28, when 
a train bound for Calera collided with 
another from Pefia Blanca, which was 
entering the station. The accident is 
reported to be due to the latter train 


At a 
held in 
paper on 
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Railway, was 
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jumping the points at the entrance to 
the station, and the outward bound 
train being unable to pull up in time. 
The driver of one of the trains was 
killed instantly, as were several pas- 
sengers, and about 50 were injured. 
Two electric locomotives were de- 
stroyed, the total damages being esti- 
mated at $4,000,000 Chilean pesos. 


INDIA 


New Department of Communications 

In connection with the decision of the 
Government of India to form a Port 
folio of Communications, mentioned in 
these columns a few weeks ago, it is 
now announced that the redistribution 
of the departments under the Central 
Government will be effected next 
autumn when the Government of India 
moves down from Simla to Delhi. The 
Department of Communications, which 
will be administered by Sir Thomas 
Stewart, will deal with posts and tele- 
graphs, broadcasting, civil aviation, 
meteorology, ports, inland navigation, 
roads and railways. Railways, how- 
ever, will continue to be a separate unit 
of administration under the Railway 
Board. It is proposed that the Secre- 
tary of the Department of Communi- 
cations shall attend the meetings of 
the board as an ex-officio member. 


Chief Engineers’ Conference: 
Speed of Railcars 

The question of the restriction of the 
speed of railcars with a view to the 
prevention of accidents at level cross- 
ings was discussed at a recent meeting 
of the chief engineers of railways, held 
at Simla under the chairmanship of 
Mr. E. M. Cory, Chief Engineer, 
G.I.P.R. The adequate protection of 
level crossings against trespassers was 
advocated before speed limits are with- 
drawn. Without this preliminary safe- 
guard, it may not be possible to utilise 
to the maximum benefit the high speed 
and quick acceleration obtained in rail- 


cars. Proper fencing at level crossings 
is particularly mecessary on curves 
where drivers cannot obtain a clear 


view of the track. Furthermore, fast 
and frequent railcar services will be 
required mostly in the vicinity of large 
towns, and it is in such areas that 
trespassing is most common and difficult 
to control. 

It is understood that the heavy 
agenda before the conference included 
the provision of waterways under the 
railway track, the best method of pre- 
venting or minimising rail creep, and 
the dust nuisance and the possibility 
of its reduction on railways. At the 
conclusion of the meeting, Mr. L. G. W. 
Hill, Chief Engineer, Bengal-Nagpur 
Railway, was elected to preside over 
the next annual conference. 


Standard Signs for Level Crossings 


At the instance of the Indian Rail- 
way Conference Association, the De- 
partment of Industries and Labour 
went into the question of legislation in 
regard to the compulsory provision of 
standard signs at level crossings. It 
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came to the conclusion that before 
Local Governments could be asked to 
undertake such legislation, it would be 
necessary to show that level crossings 
accidents were directly due to the 
absence of standard signs. In the ex- 
perience of the railways, however, few 
railway accidents could be attributed 
to the absence of standard signs. 


New Coal Rates 

Before the publication of the Wedg- 
wood Report, it was announced that 
proposals were being formulated for the 
introduction of new scales of rates for 
coal traffic booked from _ collieries 
situated on the East Indian and the 
Bengal-Nagpur Railways. The new 
rates scales would incorporate the exist- 
ing surcharge on freights, which would 
cease to be levied separately. Spirited 
protests followed from coal and general 
commercial interests, and it was main- 
tained on behalf of the latter that the 
surcharge had always been understood 
to be a temporary expedient to benefit 
the railways financially during the 
period of depression. The reduction of 
the surcharge from 15 per cent. to 123 
per cent. when the position had some- 
what improved confirmed this under- 
standing. It was, therefore, difficult to 
justify a permanent increase in coal 
rates by merging the surcharge in the 
new coal especially at a time 
when railway finances had still further 
improved. While such protests were 
being made, the Wedgwood Committee 
recommended an increase of 15 per 
cent. in coal freights, including sur 
charge. Coal freights have also formed 
the subject of a reference to the Rates 
Advisory Committee. With all these 
complications, the railways have wisely 
deferred the introduction of the new 


coal scales 


scales, 


Railway Collieries to Increase 
Output 

The Government of India has decided 
to increase the raisings from railway col- 
lieries. The increased traffic, coupled 
with the failure of a number of 
privately-owned collieries to give full 
supplies to the railways, has led to de- 
pleted stocks, and steps to increase sub 
stantially the output of the State col 
lieries in the Bokharo coalfields. Addi- 
tional contracts have also been placed 
with the collieries in the Central 
Provinces, where the labour position is 
easier than in Bihar and Bengal. 


NEW ZEALAND 


Suburban Ticket Concessions 


Important changes in the suburban 
railway fares and conditions of travel 
for passengers using the various types 
of season and commutation tickets have 
just been introduced. A new type of 
ticket is to replace the former work- 
men’s weekly ticket and weekly 12 
trip tickets The effect of this change 
is that both 8 o'clock and 9 o'clock 
workers, as well as other’ regular 
travellers, will be able to use the new 
suburban 12-trip tickets, which will be 
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available for six outward and six home- 
ward journeys at any time of the day 
from Monday to Saturday of each 
week. The new type of ticket will be 
a more suitable and generally more use- 
ful class of commutation ticket than 
any at present available to regular 
suburban travellers. It provides cheap 
rates for a small outlay at the time of 
purchase, and unrestricted rights with 
respect to the hours of travel. 
No Distinction 

The distinction in transport con- 
ditions as between the 8 o’clock worker 
and the 9 o'clock worker, a _ dis- 
crimination which has been maintained 
for very many years, despite frequent 
agitation for its removal, will cease to 
exist with the introduction of the new 
ticket. The main effect of the change 
is that for distances over three miles 
the new suburban 12-trip ticket will 
cost 3d. more a week than the existing 
workmen’s weekly ticket, but, in 
general, considerably less than the 
weekly 12-trip ticket. Also, in contra- 
distinction to the present workmen’s 
weekly ticket, which is restricted to 
one outward and one homeward trip 
per day, the new twelve-trip ticket will, 
as already mentioned, be available for 
six outward and six homeward trips 
by the holder at any time during the 
week from Monday to Saturday. 


SWITZERLAND 


New Lightweight Trains 

The new light-weight trains | which 
we first referred to in our issue of April 
30, and one of which we illustrated on 
page 1208 in our issue of June 25.— 
Ep. R.G.| were placed in regular ser- 
vice on June 28 on the limited City 
Expresses between Zurich and Geneva. 
It is expected that, with but slight 
modification, they will serve as proto- 
types for all future coaching stock for 
internal services. The following are 
further details of their design 
and on page 287 are published two 
internal views and diagrams of 
these trains.—EpD. 

The maximum tare weight of a light 
train on the Federal Railways is 
normally 150 tonnes, and a train com- 
posed of standard rolling-stock within 
this limit would seat 210 passengers. 
With the use of the new coaches the 
capacity is increased to 330, although 
the space per passenger is approxi- 
mately 13 per cent. greater in the 
latter. The vehicles at present in ser- 
vice are: 


some 


also 


tonnes seats 

2 second class i +s me 28 48 

5 third class iia : 27 80 
1 buffet car (with third class 

compartments) ; be 29 60 


Special Dropped Flooring 
The arrangement of the compart- 
ments, vestibules, and lavatories shown 
in the diagrams, enables the distance 
between coach floor and rail level to 
be reduced to 1 m., or 25 to 30 cm. 
less than on standard stock, and the 
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entrances consequently have one step 
less and are easier to negotiate The 
floor rises in two short ramps from the 
entrance vestibules to the coach ends. 
as shown dotted in the diagra: in 
order to provide the necessary 

ance for the bogies under the end com- 
partments, and a step finally leads to 
the level of the vestibule connection. 
In later coaches it is intended to over- 
come the difference in height by a con- 
tinuous incline from entrances to coach 
ends instead of the two shorter 1 imps. 


Collapsible Tables and Buffet 
Arrangements 

As may be seen from the illustra- 
tions, ingenious collapsible tables are 
provided for each seat in the second 
class coaches, those next to the gang- 
way on the double seats receding into 
the arm-rests when not in use; in the 
third compartments tables are 
provided for the window 
The seats are not upholstered in the 
third class, but their shape has been 
specially designed for increased com- 
fort and the between them is 
appreciably greater than in the ordi 
nary coaches. 

The three types of vehicle are as far 
as possible uniform as regards design 
and equipment, and the two end com 
partments in the buffet car are similar 
to those in the third class coaches. In 
the central compartment, however, a 
kitchen and pantry have been fitted on 
one side, leaving ample space for three 
small tables on the other and two 
larger ones at each end of the compart 
ment, seating 20 passengers in all. 
Current for the cooker, boiler, plate- 
rack and refrigerator is taken from the 
heating circuit and converted to 220 V 
by a transformer under the car. The 
new vehicles were built by _ the 
Schweizerische Wagons- und Aufziig 
fabrik A.G., Schlieren. 


class 


seats only. 


space 


SPAIN 

Santander-Mediterraneo Railway 

Following the shareholders’ meeting, a 
general meeting of the debenture holders 
of the Anglo-Spanish Construction Com- 
pany, the working agency of this rail 
way, on July 8, the debenture holders 
passed an extraordinary resolution post- 
poning the fixed redemption date and 
interest payment to September 30, 
1939. 


The Madrid-Valencia Direct Line 

Spanish workers of all grades, in- 
cluding militia and soldiers on furlough 
or invalided from the front, are being 
encouraged by advertisement and 
graphic posters, to volunteer for work 
on the construction of the direct 
Madrid-Valencia railway, which was 
undertaken some years ago by the then 
Government. It is claimed that the 
completion of this line would facilitate 
the provisioning of Madrid, and for this 
reason it is considered as a patriotic 
effort. To say, however, as the adver- 
tisements do, that with the voluntary 
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effort now called for, the line may be 
finished in 40 days, is, to say the least, 
optimistic. [One of the posters is 


reproduced on page 276. 


FRANCE 


Rail and Road Co-ordination 


Rail and road co-ordination and the 
reorganisation of the railways were dis- 


cussed at a meeting of the Cabinet on 


july 30, when M. Queuille, Minister of 
Public Works, made a general state- 


ment on both questions. The Cabinet 
decided to deal first of all with co- 
ordination, and adopted in principle a 
series of proposals for that purpose. 
The new plans will be embodied in a 
Decree-law which will be signed at the 
next Cabinet meeting and_ supple- 
mented later by other Decrees defining 
details of enforcement. Co-ordination 
of passenger transport by rail and road 
is to be undertaken in close collabora- 
tion with the councils of the various de- 
partments throughout the country as 
an essential feature of ensuring the 
success of the new measures. With re- 
gard to goods transport, the new plans 
will leave the utmost liberty to small 
rural carriers, and will favour the 
formation of professional groups for 
long-distance transport in order to 
facilitate the application of approved 
tariff schedules. 


National Railways Company 


The Cabinet also instructed M. 
Queuille, in collaboration with the com- 
mittee of Cabinet Ministers formed on 
July 8, to proceed with the preliminary 
inquiries and negotiations for the re- 
organisation of the railways, with a 
vie w to the formation before August 31 
of a National Railways Company. Ina 
statement to the Press after the Cabinet 
meeting, M. Queuille said that effective 
reorganisation of the railways depended 
to a large extent on the solution of the 
co-ordination problem. Measures 
hitherto taken had not given the results 


expected. Based on the experience 
gained, the Government has laid down 
three conditions governing the new 


measures to be taken at an early date 
for the co-ordination of passenger 
transport. In the first place, the de- 
partments which give grants in aid of 
public transport services must be 
directly interested in local co-ordina- 
tion. Secondly, the financial resources 
recently placed at the disposal of the 
departments must be allocated to the 
reorganisation of departmental trans- 
port, and the conversion of unnecessary 
lines. Thirdly, there must be close 
collaboration with the railways for 
organising motor services to replace 
railway lines. 


Grants to Local Authorities 
Considering the difficulty encoun- 
tered by departmental councils in 
applying co-ordination plans in detail, 
the Government has decided to allocate 
25 per cent. of the tax proceeds insti- 
tuted by recent Decrees as follows: A 
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first quota will be paid to departments 
which draw up a satisfactory co-ordi- 
nation plan by a definite date. A 
second quota will be allotted to depart- 
ments which since 1934 have under- 
taken to close local district railway 
lines. A third quota will be paid in 
proportion to the length of main line 
where the transport plan provides for 
the closing of stations to passenger 


traffic. [An editorial describing the re- 
lations between the French railways 
and the State will be found on page 


273.—Ep. R.G.}] 


New Metro Lines in Paris 


The great programme for the con 
struction of new Metro lines, and the 
readjustment of existing lines in Paris, 
was brought to completion on July 29. 
when the last section was opened. The 
new lines include the extension of Line 
No. 8 from La Motte Picquet to the 
Porte Balard. Line No. 8 now runs 
from the Porte de Charenton to the 
Porte Balard, instead of the Porte 
d’ Auteuil. The line from Porte 
d’ Auteuil now becomes No. 10, instead 
of No. 8. At La Motte Picquet, Line 
No. 10 has been connected with the 
new line running under the Avenue de 
Suffren and the Rue de Sévres to 
Duroc, whence the previously existing 
Line No. 10 runs to Jussieu, near the 
Jardin des Plantes. Another new line, 
No. 14, runs from the Porte de Vanves 
to Duroc and thence by the _ pre- 
viously existing line to Les Invalides. 
The three new routes thus opened 
are:—Line No. 8, Porte de Charenton 
to Porte Balard; Line No. 10, Porte 
d’Auteuil to Place Jussieu; and Line 
No. 14, Porte de Vanves to Les 
Invalides. 
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The new lines add a length of 
44 km. (2? miles) to the Metro system, 


henien it up to a total of 154 km. 
(953 miles). The construction of the 


new line from La Motte Picquet to 
Duroc was be ‘gun four years ago. Con- 
siderable engineering difficulties were 


encountered, and 
completion of the 
tions to the 


these delayed the 
work. The altera- 
old lines in order to make 
the new connections were also diffi- 
cult. Work could be carried out only 
between 1 a.m. and 5 a.m., to avoid 
interrupting the daily services, which 
were carried on throughout the time the 
work was in hand. 


Another Tunnel Through the Vosges 


The new tunnel through the Vosges 
mountains from Saint-Dié to Sainte- 
Marie aux Mines on the Eastern Rail- 
way, connecting the line from Epinal to 
Strasbourg via Saint-Dié with Selestat 
on the line from Mulhouse to Stras- 
bourg, has been completed and was in- 
augurated by M. Albert Lebrun, 
President of the Republic, on Sunday, 
August 8. The tunnel, with a length of 
4} miles, is the longest railway tunnel 
in France. It was completed in four 
years with 1,500 men working in day 
and night shifts on its construction. 
The actual boring of the tunnel was 
carried on rapidly, with the result 
that the work was finished in a year 
less than the estimated time. The 
average rate of progress was 14 yd. a 
day. For a length of 1? miles the 
boring was through granite. Tunnelling 
was carried on from both ends at once. 
At present there is a single line in the 
tunnel, but it may be doubled later as 
the width of 28 ft. allows ample space. 
[See sketch map below.—Epb. R.G.] 
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Sketch map showing the position of the new tunnel through the Vosges relative 
to neighbouring railways 





280 THE RAILWAY GAZETTE 





THE BERLIN-HAMBURG RAILWAY 
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A brief history of one of the most important Continental railway routes 


NE of the most important railway routes on the 
European Continent is that between Berlin and 
Hamburg, which, ever since its opening throughout, 

more than 90 years ago, has enjoyed an excellent traffic 
and was for long one of the best paying lines in the 
world. The first suggestions for such a railway were made 
in 1836 by G. F. Oppert of Berlin, who interestec a num- 
ber of merchants in his ideas. Prussia, however, declined 
to sanction the section on its own territory—as far as 
Wittenberge—unless the other States concerned would also 
authorise their sections, and for the time nothing could 
be done, but in 1838 the first Prussian railway law was 
passed and Opperi called his committee together again in 
1840. Denmark (to which the Duchy of Lauenburg then 
belonged) and Mecklenburg were favourable to the scheme 
and a company had already been established in Hamburg 
in 1838 to make a line to Bergedorf, on the Lauenburg 
border. Efforts to raise money for the main-line scheme 
were not particularly successful and no German engineer 
could be found willing to undertake the construction, 

Nevertheless, the proposal was recognised as feasible by 
industrial circles and finally the various governments in- 
terested came to terms and concluded an agreement in 
November, 1841, which was ratified in the following 
February, and it was arranged for the line to be con- 
structed in conformity with the Prussian law referred to 
above. The line from Hamburg to Bergedorf was opened 
in March, 1842, and at Bergedorf ended in the direction of 
Magdeburg, tor the merchants of Hamburg then looked 
more to establishing better communication along the Elbe 
than with Berlin. It was soon seen that Oppert’s pro- 
posals must form part of a wider plan to improve the 
means of transit between the North of Germany and 
Dresden, Prague, Vienna, and ultimately Trieste. The 
promoters resumed their activities but again met with 
disficuity in raising the money, and Hamburg and Mecklen- 
burg agreed to provide a large proportion of the capital 
if the remainder was obtained from private interests. The 
result was satisfactory and the company was established 
in Schwerin on July 28, 1843. The first general meeting 
was heid in Ludwigslust on August 16, as were all subse- 
quent ones. 

Business circies in Magdeburg talked of making a 
parallel line into Hamburg via Celle, but, when the Berlin 
Company’s proposal to go via Uelzen and Liineburg was 
discarded, a line was suggested from Magdeburg via Stendal 
to Wittenberge if the Berlin—Hamburg line was made to 
touch at the latter town, and this was finally agreed to. 
Considerable discussion took place about various parts of 
the route, in an effort to reconcile the ideas of the different 
towns and States. Prussia at first favoured a route to the 
north-east of Wittenberge via Perleberg, but the longer 
way through Wittenberge was eventually selected. In 
Mecklenburg the route was laid through Hagenow to 
suichen, with a branch from the former under a separate 
company to Schwerin and Rostock. In Lauenburg—then, 
as stated, Danish—the company’s proposal to take the line 
via Biichen and Friedrichsruh was agreed to, but the 
Danish government insisted on a branch being made to 
the town of Lauenburg, whose inhabitants should be 
allowed to travel over it free.* 


The so-called ‘‘ Lauenburg privilege,’’ which must surely be 
unique in railway annals, was dealt with at length in an editorial 
article on page 959 of our issue of June 1, 1934. [his privilege 


was abolished on March 31 last, as recorded on page 893 of our 


issue of May 7, this year. 





Preliminaries being completed, construction was begun 
on May 6, 1844, with 4,200 workmen under an engineer 
named Neuhaus, who was born at Behme, Westphalia, 
in 1797 and had been with the Berlin-Stettin line for a 
time. He remained with the company till his death in 
1876 and a memorial to him was erected in front of the 
Berlin terminus in 1883. He pushed the work forward 
so energetically that the line was ready for opening som 
twelve months earlier than had been expected. The Ham- 
burg-Bergedorf line was leased to the Berlin Company 
and the latter agreed in return to find money to improve 
the terminal facilities in Hamburg. 

On October 15, 1846, the line was opened to passenger 
traffic between Berlin and Boizenburg, and onwards to 
Bergedorf on December 15 of the same year, so com- 
pleting the through communication, a distance of 286 km. 
(177-7 miles). Goods traffic began in January, 1847. 
The Lauenburg branch, of which the company would 
gladly have been relieved, was delayed as much as possible 
and was not opened until October 10, 1851 (on the same 
day as the main Liibeck-Biichen line), to a point near 
Lauenburg; it was extended into the town in July, 1853. 
The Hanoverian State line from Liineburg to Hohnstorf, 
on the Elbe opposite Lauenburg, was opened in 1864 and 
a ferry established, replaced by a bridge in 1878, the 
Berlin-Hamburg line contributing to the cost in both cases 

The Berlin-Hamburg Railway Company began its public 
services with 8 locomotives from England and 24 from th« 
Borsig works; 96 passenger coaches and vans; and 193 
goods wagons. The even nature of the country enabled 
the cost to be kept much lower than usual and there wer 
no engineering works of any magnitude. Twenty inter- 
mediate stations were provided; at Wittenberge and Frie- 
sack they were at some distance from the town so the 
company built approach roads at these places, and another, 
7 km. (4°35 miles) long from Zernitz station to the town- 
ship of Kyritz. Various additional stations were, of course, 
built from time to time, and the most important in some 
respects of those erected before the line was absorbed by 
the State was that at Charlottenburg, Berlin Stadtbahn, 
in 1882. To appease road interests, a heavy transport 
tax was levied on the railway receipts, but, notwithstand- 
ing this, traffic increased so fast that the single track had 
to be doubled between Wittenberge and Hamburg in 1849. 
By 1866 the whole line was double, except for the section 
over the Have! bridge at Spandau, which was converted 
in 1883. The stations were all constructed in a pleasing 
style and most remained unaltered for a long period. 
Workshops were provided at the termini and later at 
Wittenberge; the latter became the principal one after 
absorption by the State. 

The company did not make much addition to its system. 
It worked some local lines leading to the Hamburg quays 
for a time, and tock over the service on a portion of the 
Hamburg to Altona connecting line, which it had originally 
proposed to construct. To meet the competition of the 
Hanoverian lines the company obtained a concession for 
a line from Wittenberge to Buchholz via Liineburg, 
opened at the end of 1874, but the traffic was disappoint- 
ing. The connection from Spandau to Charlottenburg, 
8 km. (5 miles) long, joining the newly opened Stadtbahn, 
towards which the company had contributed, was made 
only after lengthy discussions with the Prussian State 
Railways. The general management of the railway was in 
Berlin—where extensive office buildings were built—with 
a committee in Hamburg. The Hamburg—Bergedorf sec- 
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tion passed into the possession of Hamburg in 1870, but 
the whole line was taken over by Prussia in 1884. It was 
then in a very prosperous condition, having been excel- 
lently managed from the beginning. Although large sums 
were paid to the States in taxes good dividends had been 
paid, and the bonds taken by Hamburg and Mecklenburg in 
ereat measure redeemed ; only in 1848 was there no dividend. 
~ The last few years of the company’s existence were 
especially prosperous, the dividend reaching over 24 per 
cent. in 1883 when, exclusive of special and military traffic, 
9,153,411 persons and 1,197,234 tonnes of freight were 
carried; the total receipts amounted to 13,340,738 marks. 
The company then possessed 202 engines, 403 carriages, 
and 3,822 wagons; 4,419 persons were employed. Not 
long after the State purchase the management was moved 
to Altona, the line diverted to the Lehrter station, Berlin, 
and the original station closed. This is now the Trans- 
port and Civil Engineering Museum containing one of the 
finest collections in the world of railway, marine, and other 
objects of engineering interest. The present Hamburg 
terminus was opened in 1906. In 1895 the section from 
Spandau to the Lehrter station was placed under the Prus- 
sian State divisional management in Berlin. A remark- 
able fact is that during the whole period of private owner- 
ship no passenger was killed or seriously injured in a 
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train accident; two only were slightly hurt by locomotives 
colliding with trains, and one of those belonged to another 
railway. 

The Prussian management at Altona used its best en- 
deavours to maintain the reputation acquired by the com- 
pany and introduced many improvements. In 1847 the 
through journey occupied 9} hr.; this was reduced to 63 hr. 
in 1853 by the night postal trains, to 6} hr. in 1868, to 
53 hr. in 1873, and to 5 hr. in 1881 by a day express. 
The fastest train in 1892 took 3 hr. 23 min. Attention 
was then centred more on improving the comfort of the 
passenger than on raising speeds, but in 1914 the time 
was reduced another 9 min. No further appreciable change 
took place until the introduction on May 15, 1933, of the 
Fliegende Hamburger railcar service, now making the 
run in 2 hr. 17 min., and the improved steam-hauled 
expresses, already described in our columns. On this line, 
too, the trials took place with the Krukenberg propeller 
car, the streamlined Borsig locomotive, and the Henschel- 
Wegmann high-speed train, when exceptionally high speeds 
were attained. In 1927 telephone communication with 
moving trains was installed on all corridor expresses be- 
tween Berlin and Hamburg, and inductive automatic train 
control is in use throughout, making the line one of the 
best equipped, not only in Germany, but on the Continent. 








Rack Locomotive of 1812 


AST week we pointed out in a short editorial article 

| F that August 12, 1812, marked the official inaugura- 
tion of commerciai steam traction with locomotives 
having flanged wheels and running on ordinary edge rails. 
Below we reproduce an early engraving of one of these 
engines hauling three coal trucks coupled by chains. It 
will be seen that the cogwheel working on the rack rail 
is on the left hand side of the locomotive only, and this 
accords with the well known view of the Leeds (Hunslet) 
to Middleton line, with Christ Church, Leeds, in the 
background, showing one of Murray’s locomotives in 
the middle of a train and, therefore, both pushing and 
pulling coal wagons. In our issue of December 25 of 








last year we reproduced from Elektrische Bahnen a scarce 
German view of the Middleton Colliery railway with 
Blenkinsop rack rail and Murray locomotive, but this 
showed the cogwheel on the right-hand side of the engine. 
There seems to be little doubt, however, that our engraving 
on this page represents the position correctly, and that 
the German view is wrong in this particular, as also it 
would appear to be in showing a passenger carriage being 
hauled. 

The Leeds Mercury of June 27, 1812, makes it clear that 
the first public trial of one of these engines took place 
during that month, but it was not until August 12, 1812, 
that the two engines officially inaugurated regular steam 
traction, mainly, as we pointed out last week, because the 
enormous rise in the cost of horse fodder during the 
Napoleonic wars made it a paying proposition to replace 
animal with mechanical traction. It is also interesting 
to note that the reversion to horse traction on the Hunslet 
railway in 1835 was the result of horse fodder again be- 
coming plentiful and cheap. When the last of this series 
of four Murray locomotives was withdrawn from service 
it was exhibited in a shed at Belle Isle until about 1860. 





Steam locomotive and coal wagons on Blenkinsop’s rack rail at Middleton, near Leeds, as introduced 125 years ago. 
The illustration was engraved for ** Observations on a General Iron Rail-way”’ 











THE RAILWAY GAZETTE 


THE REPAIR OF LOCOMOTIVE MOTION DETAILS—I 
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Details of the progressive system in use 


ss previous issues* we have dealt with various phases 
of the progressive repair system in operation at the 

Horwich works of the London Midland & Scottish 
Railway. By the courtesy of Mr. W. A. Stanier, the 
company’s Chief Mechanical Engineer, we are now able 
to supplement these articles with some further ones in 
which the progressive repair of motion details, forming 
another interesting feature of the line system of repairs 


at the Horwich works of the L.M.S.R. 





with the examination the inspector marks the details with 
the following colours: Red indicates that the detail is 
scrap; yellow that the detail requires re-conditioning; and 
green that the detail is ready for immediate use. This 
indicates immediately to the operator at the initial stage 
of the repair how each detail should be treated. After 
the examination for flaws, &c., has been completed on 
each detail, the inspector examines the holes and jaws, 
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Fig. 1—Diagram showing lay-out of plant at the Horwich works 









in vogue at these works, is illustrated and described. 
Special consideration has been given to eliminating old 
and laborious processes by the introduction of a belt, 
special jigs, and work-holding fixtures. The layout of 
the plant is illustrated in the general plan, Fig. 

The following is a general outline of the methods 
employed: all motion details are first thoroughly cleaned 
and then conveyed by mechanical transport to the initial 
stage of the belt for inspection. Here a watch is kept for 
developments which may have occurred whilst the details 
have been in service, mainly flaws or fractures, distortion 
and wear. This inspection, being the first operation in 
the belt repair scheme, represents a decided advantage 
over the previous method of inspection in a separate 
department, which involved additional waiting time and 
increased transport. 

A colour scheme is also incorporated, and in accordance 


ad January 18 and 25, 1935, locomotive asisboues ; March 22. and 
29, 1935, wagon axleboxes : October 25 and November 15, 1935, 
locomotive connecting rods 





&c., for wear, and also for any errors in alignment which 
may have developed. In the past the usual practice was 
either to work to a standard gauge with a one-dimensional 
figure, or to fit one component to another. Both these 
methods are absolutely incompatible either with inter- 
changeability or economy in production. The limit 
gauging of motion details is designed to overcome these 
objections, and is, of course, the basis of interchangeable 
manufacture, such as has been generally applied to all 
component parts of a locomotive at Horwich since 1920. 


Limit Gauging Methods 


In order to ensure a rapid and accurate examination 
of the holes, a series of limit gauges is used, these gauges 
being conveniently placed on a special stand adjacent to 
the inspection bench as seen in Fig. 2 at A. The gauges 
are used for inspecting all holes, whether running or push 
fits, and a special series is allocated to each nominal 
diameter in accordance with the chart shown in Fig. 3. 
It is reasonable to assume that wear in the working parts 


















ho 
du 


fugust 13, 1937 THE RAILWAY GAZETTE 283 


| ; Fig. 2—CGauging bench and 

| ‘ i adjacent special stands for 
limit gauges 

HJ 
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Fig. 3 (below)— Tolerances 
for motion pins and holes 





of a locomotive will be progressive, and so an opportunity 
is presented in the re-conditioning of motion details for the 
use of differential standard sizes, that is to say, a system 
whereby worn parts, such as motion link holes, are in- 
creased in size to a progressively larger standard until 
the pre-determined maximum size has been reached. 

In the conduct of such a system, limit gauges are a 
prime necessity, as unless intermediate standards are 
observed with the same precision as the first or nominal 
standard, the benefit of interchangeability is lost. Provid- 
ing, on the other hand, that the tolerances on the LimiT GAUGE FOR MOTION PINS 
differential standard are adhered to, a considerable saving 
in valuable material is effected, and the reconditioned | PROGRESSIVE SIZES OF MoTION PINS AND HOLES FROM 











LIMIT GAUGE FOR HOLES 






























































parts can be assembled with the same ease and facility 13% INS. NOMINAL 

as new work. As shown in Fig. 3 the motion pins and HOLES 

holes are each treated on a differential standard basis PINS ee 

during overhaul, and the various sizes are indicated by [Hh aza~r oe i se 

letter, these sizes having been selected from past experi- |LerreR| HiGH | Low | AiGH | Low | HIGH Low 

~ oe ee oat pirate ao INCHES | INCHES | INCHES | INCHES | INCHES | INCHES 
3y means of the limit gauges, the inspector indicates on J 1750 | 1:7495| #7505 | +750 | +754 | 1-752 

each detail the respective letter, thereby signifying to the K 1755 | 17545 | 17555 | 755 | 1759 | 1757 

operator on the internal grinding machine the next progres- & es: | ;. ae * sa Hes '. aS Hh 

sive size to which the hole should be ground. After com- N 1-770 | 1:7695 | 1:7705 | 1-770 | 1-774 | 1°772 

pleting his examination of each detail, the inspector fills P Tee Aga 4 Ahm . te .. Lea oa 
the inspection sheet (Fig. 4), and this constitutes the g 1:800 | 1°7995 | 18005 | 1-800 1-804 1802 

necessary authority for any repairs or renewal to that 5 1-810 | 1-6095 | 18105 | 1810 | 1-814 | 1812 

particular item. A series of internal limit gauges, mounted PROGRESSIVE SIZES OF MoTION PINS AND HOLES FROM 

- ms reverse side of the stand, Fig. 2, is also used for 2 INS. NOMINAL 

checking the radial slot in the expansion link, Fig. 5. a 

With the aid of these gauges the imaandane determines the PINS mht ti 

next size to which the radial slot should be ground, and aaa PusH FIT RUNNING FIT 


as in the previous instance the link is marked in accord- |7erreR| High | Low | HicH | Low | HIGH | Low 


ance with the inspection, thus signifying the next progres- 
sive size to the grinding machine operator. $OCES | HOCNES | HACNES | INCHES | HRENES | SNENES 





























N ’ : +4: . J 2-000 | 1:9995 | 2:0005 | 2:000 2:0045 | 2:0025 
mr ew and re-conditioned parts are finally stored under K 2:005 | 2:0045| 2:0055 | 2:005 | 2:0095 | 2:0075 
their initial letter, and to secure interchangeability whe L 2:010 | 2:0095| 2:0105 | 2-010 | 2:0/45 | 2:0125 
th “ose aN o secure interchangeability when mM |2-015 | 2-0145| 20155 | 2-015 | 2-0195 | 2-0175 
he motion is re-assembled, the operator selects the com- N 2.020 | 2:0195 | 2.0205 | 2:020 | 2:0245 | 2:0225 
pon nt parts that are stored under the equivalent differen- P eS +4 . co o oaae ¥-32¢ eon 7 sons 
tial standard letter; thus a size K pin would be assembled g 2:050 | 2:0495 | 2:0505 | 2:050 | 2:0545 | 2:0525 
With a K size hole or bush, and so on. By standardising s 2'060 | 20595 | 2:0605 | 2'060 | 2:0645 | 2:0625 
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L.M.S.R. Chief Mechanical Engineer's Department 





FITTING 


Clock No Name = 





MOTION LINKS. 


Class__2-6-0 Mixed Traffic Engine. 





SE —— 
Shop_HORWICK. 
Week Gadiag ........— 


Engine No. ______ 





Cat 


es Description and Operation New Repd 
° 


Quantity 





L.H./ RH} LHRH 


| PW. Price | 
—— a 2 


|New | Rept | 





RH.16/ | 
44350. 
LH.16/ 


44349 


RETURN CRANK ROD. 
Examining holes. 5286/16 
Stretching & straightening |5286/2 
Fitting Brass Bush. 5286/17 
Pitting Motion Pin, 5286/19 
Re-setting. 5286/47 
RETURN CRANK ROD BUSH, 
2-31/32" I.D, | 
RETURN CRANK ROD BUSH, 3° 
PIN (MOTION “K*), 
COLLAR FOR "K* MOTION PIN. | 
PIN (TAPER SPLIT), } 
OILWELL CAP. | 
OILWELL SYPHON TUBE. ° | 
PISTON CROSSHEAD ARM. | 
| 
| 
| 


25/8150 
25/8151 
16/9294 











14/5267 
16/57043 
RH.16/ 


674. Examining holes. 5 
LH.16/ | Stretching & straightening 
675. Fitting Motion Pin. 5 
| PIN (MOTION, et" 
| PIN (TAPER SPLIT 
RH.16/ | EXPANSION LINK. 
19992 | Examining. 
LH.16/ 
19973. 





u. 


M. 
5288/ 22 | 
Stretching * straightening [5288/49 | 
Fitting Bush. 5288/11 
Fitting Oilwell Cap & Sypha 

Tubes. 

BUSH. 
OILWELL CAP. 
OILWSLL SYPHON TUBES. 
EXPANSION LINK TRUNNION 
(with Square End). 
| EXPANSION LINK TRUNNION (Py 
Stripping from Link. 5290/37 
| Re-setting & Rivetting up. [5290/39 
Fitting to Link & Marking 
for Drilling. 
Fitting to Link & Rivetting 
L after Hardening. 
16/4250p TRUNNION RIVETS 3" dia. 
30/4825} TRUNNION RIVBSTS 13/16" dia. 
} NUT FOR SQUARE BND. 
16/2242) EXPANSION LINK SLIDE BLOCK. 











5290/41 


5290/44 
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(Note "MM" refers to Material only) 


Examined by Workshop Expenses 








War Wage 








me 
Fig. 4 


Example of inspection sheet authorising repairs or 
renewal of parts 


parts on the above lines, and adhering rigidly to a 
system of tolerances, many economies are effected. The 
parts can be produced on an effective tooling basis in 
quantities sufficiently large to reduce the necessity for 
changing over from one size to a minimum. 

After inspection, the motion links are passed to an 
adjacent table, where errors in alignment are corrected 
by a special press. It should be noted here that in 
order to facilitate the use of differential size pins and 
holes, interchangeable bushes are used wherever possible 
and these are made from either phosphor bronze or steel. 
according to the type of link dealt with. These bushes 
are now pressed out on a hydraulic press conveniently 
situated near the alignment table, and are replaced by 
new ones in accordance with the inspector’s markings 
and report. 

Grinding Operations 

These details are now ready for the next operation, i.e., 
that of grinding the holes to the specified sizes, and these 
operations are performed on two internal grinding 
machines, Figs. 6 and 7, one of which is equipped for 
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the grinding of the radial slot in the ex- 
pansion link. Special angle plate fixtures 
are used to accommodate the various 
types of motion links. These fixtures 
ensure that the holes are in correct align- 
ment with each other, and setting time 
is also reduced to a minimum. The plug 
gauges used in the grinding operations 
are similar to those used by the inspector 
in the initial stages. 

The operation shown in Fig. 7 consists 
of grinding the radial slide blocks, and 
for this purpose a series of special gauges 
in progressive sizes is used, these being 
shown in position on the gauge stand A. 
The slide block is mounted on a special 
angle plate B fixed on a table at the 
lower end of the pendulum link C; the 
latter is attached by an adjustable bracket 
to the face of a vertical column D. The 
swinging motion necessary to traverse the 
work is imparted to the pendulum by a 
stud, which engages in a slotted bracket 
secured to the top of the ordinary work 
table, the latter being provided with an 
automatic reciprocating motion. This 
pendulum link grinding mechanism can 














PROGRESSIVE SIZES 


OF EXPANSION LINK 


SLIDE-BLOCKS AND SLIDES 


FoR 2-6-0 MixED TRAFFIC ENGINES 





GAUGE 


WIDTH OF SLIDE FOR BLOCK 


WIDTH OF BLOCK FOR SLIDE 





N°? 


HIGH 


Low 


HIGH 


Low 





| 


IAlulnm|s 


2° 746 
2+75!/ 
ee 3s: 


— 





T 
| 
| 


| 
ale 
| 


ha ss 
2:7725 





A 


_[2:7775 








| 
| 


T 


~ 
| 


| 


©} & | 








2°7825 
| 2°7875 




















Fig. 5—Details of internal limit gauges used for checking the 


radial slot in the expansion link 
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‘ig. 6—Internal grinding machine used for grinding the holes to specified sizes 
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Fig. 7—Another internal grinding machine equipped for grinding the radial slot in the expansion link 
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be swung clear of the table for grinding holes in the 
various motion link details. 

As has been stated, certain types of these motion links 
are fitted with phosphor bronze bushes, and the operation 
of reamering these holes to the required sizes is completed 
on a vertical drilling machine in conjunction with a 
special drilling fixture, Fig. 8, which is worthy of detailed 
comment owing to the simplicity of design and also the 
fact that the alignment and pitch of the holes dealt with 
are maintained to a close degree of accuracy. 

This fixture consists of a steel base plate A on which 
are located steel guide plates B. is a sliding 


The body C 
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position by the pin F. These pins are available pro- 
gressive sizes to correspond with the plug gaug:= pre- 
viously referred to. The operator selects the | cating 
pin required to suit the hole which has previous! been 
ground on the internal grinder, and the pin is ated 
in the appropriate hole in the bar E. 

When the link is in position in the body the 
fixture, two bushed holes are located to correspcid to 
its pitch. The sliding member, with the link in po. ition, 
is now adjusted until the pilot of the boring bar e: wages 
centrally with the selected bushed hole, and is then 
located in position by the eccentric lock G. The link 
is now firmly clamped in position, and the operator next 
selects the sizing cutter required, and fixes this in posi- 
tion on the bar; the reamering operation is then com- 
pleted. This fixture will accommodate all classes of 
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T & © —€ - -&- @ @ <4 aa: ean D- Fig. 8—Drilling and 
l i| © | aso4 73 | BALTIC TANKS 4-6-0 boring fixture for motion 
| tw = ~ aN details 

‘LOCATE STIRRUP LINK FROM |” 
a _\ : at ( Srarren HOLES USING PILOT HOLE A 
HaA 2-6-0  DaBBALTICR «B 4-6-0 ~AxC 2-6-0 AaE 4-6-0 AND 


ANCHOR LINK ComB™ LEVER 


fit between the guide plates B, and can be adjusted to 
any position laterally along the centre line of the fixture. 
It has a series of bushed holes corresponding: to the 
diameter of the pilot or boring bar D. The pitch of these 
holes is fixed in relation to the various motion details 
dealt with, and adjacent to each hole a description of 
each detail is stamped in order that the respective links 
can be quickly located in the correct position relative 
to the centre line of the drill spindle. A_ specially 
machined bar E is fixed at one end of the sliding mem- 
ber C, and this has a series of holes at the correct pitch 
in relation to the bushed holes in the body. The link 
or detail is fixed on this bar and located in its correct 


Coma” LEVER COMB” LEVER 


BALTIC ANCHOR LINK 


motion links that are fitted with bronze bushes, and in 
cases where motion rods or links are fitted with bronze 
bushes and also case-hardened steel bushes, the practice 
is first to grind the case-hardened bush, and to use this 
hole as a locating point for the reamering operation. The 
principal features claimed in favour of this fixture are 
that pitch of holes and alignment are maintained to a 
close degree of accuracy, and it will be appreciated that 
the bushed holes in the fixture will obviously wear 
as the hardened pilot of the bar is located in 
these holes. The bushes are renewed immediately wear 
is detected. 
(To be continued) 








Travel as an Edueator 


In a recent issue of the Victorian Railways News 
Letter it is maintained that only by travel will Australians 
gain a proper appreciation of the vast potentialities and 
scenic beauty of their own country. The stimulation of 
travel is an important national work, and the Victorian 
Railways, in association with the various railw: ay and 
other transport services, continue to provide every facility 
for Australians to travel, whether within their own State, 
or beyond. The Victorian Railways have probably given 
a greater stimulus to Australian travel than any other 
transport organisation, Ten years ago, the Reso tour 





from Victoria to Central Australia was organised; later, 
Reso tours were conducted from Victoria to other States, 
including Canberra. The holiday train recently made a 
tour of South Australia, and plans are now in hand for 
a Reso tour covering 6,000 miles. A feature of the recent 
travel activities of the Victorian Railways—through the 
Victorian Government Tourist Bureau and its branches 
in Sydney, Adelaide, and Brisbane—has been the plan- 
ning of scholars’ tours from Victoria to other States and 
vice versa. These tours include travel by road, rail, sea, 
and river steamer. 
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Cab arrangements of the high-speed engines 


VEW HIGH-SPEED 4-6-4 LOCOMOTIVE FOR THE NEW YORK. NEW HAVEN & 
HARTFORD RAILROAD 
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NEW STREAMLINED EXPRESS LOCOMOTIVES, NEW YORK, 
NEW HAVEN & HARTFORD RAILROAD 


These high-speed 4-6-4 type engines have a_ boiler 
pressure of 285 lb., and develop 44,000 Ib. tractive force 


1EN streamlined 4-6-4 high-speed passenger engines 

1 have recently been built for the New York, New 

Haven & Hartford Railroad, by the Baldwin 
Locomotive Works, and are illustrated opposite. The 
engines are painted black, with striping and wheel rims 
and centres in aluminium paint or stainless steel. 

[he frames and cylinders are cast in one piece, together 
with the smokebox saddle, the main reservoir, and various 
attachment brackets. The axles are of carbon-vanadium 
steel, and five of the locomotives have driving axleboxes 
equipped with Timken roller bearings, while the other five 
have SKF bearings. The bogie wheels are also mounted 
on roller bearings. The crank-pins, and also the connect- 
ing and coupling rods, are of carbon-vanadium steel, and 
advantage has been taken of the physical properties of 
this material to give a 10 per cent. increase in connect- 
ing rod working stress over that normal for carbon steel. 
Floating bushes are fitted in the back end of the connect- 
ing rod and in the forward coupling rod driving pin 
connection. The coupled wheels are of Boxpok type with 
disc centres. Steam distribution to the cylinders is 
effected by Walschaert’s valve motion, actuating piston 
valves 11 in. diameter, which have a maximum travel 
of 74 in. 

The boiler, of nickel steel, carries a working pressure 
of 285 Ib., but is designed for a maximum working pres- 
sure of 300 lb. The firebox, of deoxidised steel produced 
by the silicon-aluminium process, and completely welded, 
with flexible staybolts in the breaking zones, is 11 ft. long 
by 7 ft. 02 in. wide at the grate, and includes a combustion 
chamber 3 ft. 6 in. in length. The smokebox is closed 
with the usual type of hinged front having central door 
opening, and the front end shrouding at the base of the 


large 


cone is welded continuously through the smokebox front, 
and arranged to swing out with it. The apex of the cone 
is a separate piece, which is hinged inside and held in place 
by four clamps, by releasing which it can be swung to 
one side to give access to the front end door. 

The tender is built up on a water-bottomed frame con- 
sisting of a steel casting, so arranged as to permit of access 
to the rear of the stoker feed trough underneath the tender. 
The tender tank, of steel plates except in the coal space, 
where wrought iron plates are used, is of riveted construc- 
tion. The tender has a capacity of 1,800 U.S. gallons and 
16 tons of coal, and is supported on two six-wheel bogies 
with Isothermos axleboxes. 

The following are the principal dimensions : — 

22 in. 
30 in. 

6 ft. 8 in. 
14 ft. 0 in. 


40 ft. 1 in. 
84 ft. 10 in. 


Cylinders, dia. .. 
Piston stroke a 
Wheels, coupled, dia. .. 
Wheelbase coupled 
(engine) .. i 
S (engine and tender) 
Boiler : heating surfaces : 
Tubes and flues ny nF as .. 3,335 sq. ft 
Firebox, including syphons and comb. 
chamber t 
Total (evaporative) 
Superheater .. 


480 sq. ft. 
3,815 sq. ft. 
1,042 sq. ft. 


4,857 sq. ft. 
285 lb. per sq. in. 
77-1 sq. ft. 


Combined heating surface .. 
Steam pressure 
Grate area 


The engine develops a tractive force of 44,000 lb. Its 
weight in working order is 163 (long) tons, of which 86 
tons are available for adhesion. The tender weighs 148 
tons, giving a total for engine and tender, loaded, of 311 
tons. 








A streamlined Pacific of the Victorian 
Government Railways, hauling the south- 
bound Albury express near North Essen- 
don. The engine is on a dynamometer 
car test; the car, the joint property of 
the Victorian and South Australian Rail- 
ways and the only one in Australia, is 
immediately behind the tender. The load 
is approximately 445 tons gross. We 
briefly described these locomotives in our 
issue of July 16 
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Vew 4-6-4 streamlined express locomotive with 10-wheel tender for the German State Railways, which has recently been | 

completed by the Borsig Lokomotiv-Werke, Hennigsdorf, Berlin. It is entirely streamlined and, owing to the fact that 

pulverised fuel is used, it has been possible to place the cab in front, giving the driver a clear view of the track | 

ahead. In order to accomplish this, the boiler has been reversed, as is indicated by the position of the chimney. | 

The engine is being handed over next week to the railway authorities, and will then be thoroughly tried out for a 

few months in express and other services. When these trials are completed, we hope to publish full details of the 
locomotive, and possibly some of the data resulting from the tests 





fe hg T, 
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General view of the serious derailment that occurred recently when the Punjab-Calcutta express was approaching Bhita 
station, near Patna, on the East Indian Railway. Over 100 persons were killed and as many injured. So far as 


we are aware the cause of the derailment is still unknown. 


(See paragraph on page 296) 
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RAILWAY 


PERSONAL 


. H. L. Armstrong and Mr. H. 
Leslie Boyce have been appointed to 
t] board of the Blaenavon Company 


Limited. Mr. Boyce is Chairman of the 
Gloucester Railway Carriage & Wagon 
Company Limited, and a Director of 
Wagon Repairs Limited, and other 
companies. 


Vir. A. L. Rawlinson, General 


Passenger Agent, Canadian 
Pacific Railway, in London, has 
been appointed Assistant 
European Passenger Manager 


with office in London. 


INSTITUTE OF TRANSPORT 

ELECTION TO COUNCIL 
It is announced in the July 
issue of the Journal of the 
Institute of Transport that the 
following members have been 
elected to fill ten vacancies on 
the council as from October 1 :— 

Members 


Graff-Baker, William Sebas- 
tian: Chief Mechanical En- 
gineer (Railways), London 


Passenger Transport Board. 
Missenden, Eustace James, 


OBZ. Traffic Manager, 
Southern Railway. 

Pike, John, O.3.E.- 
Formerly Goods Commercial 
Manager, London Midland & 
Scottish Railway. 

Potter, Frank Rowe: Super- 
intendent of the Line, Great 
Western Railway. 

Royle, Thomas Wright, 
M.B.E.: Chief Assistant Com- 


mercial Manager, London Mid- 
land & Scottish Railway. 

Warriner, Fred., M.B.E.: 
District Superintendent (King’s 
Cross), London & North Eastern 
Railway. 


Brooks, George Henry: 

Seneral Superintendent (Road 
rransport), London Passenger Trans- 
port Board. 

Gunn, James’ Lowe: General 
Manager, Nottingham Corporation 
Transport Department. 

Jerrett, Arthur: Transport Con- 
troller, Lewis’s Limited. 

Associate Member 


Robinson, Matthew Dalton: District 
Locomotive Running Superintendent 
(Southern Area), L.N.E.R. 


The late Sir Eric Campbell Geddes, 
whose death on June 22 was recorded, 
with an obituary notice and portrait, 
in our issue of June 25, left estate 

lued at £100,432 (£30,079 net). 

Mr. H. P. Hill, M.Inst.C.E., has 
been elected Chairman of the Associa- 
tion of Consulting Engineers, 1937-8. 
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Mr. C. H. Pearson, who, as an- 
nounced in our issue of April 2, has 
been appointed Chairman of the Leo- 
poldina Railway Company, and of the 
Leopoldina Terminal Company, Brazil, 
was for ten years General Manager of 
the Central Argentine Railway. His 
early experience was gained during his 
15 years’ employment on the Great 


Photo] 


{Vandyk 





Mr. C. H. Pearson 


Appointed Chairman, Leopoldina Railway, and 


Leopoldina Terminal (Brazil) 


Central Railway, prior to proceeding to 
Argentina on a special mission at the 
request of the board of the Central 
Argentine Company in 1909, and within 
a few months he was offered and ac- 
cepted the position of Acting General 
Manager of that system; he actually 
took over the management on October 
1, 1910. It was in 1920 that he was 
elected to a seat on the London board, 
and retired from the general manager- 


ship. Among the many features which 
marked his tenure of the chief execu- 
tive office of the line, were the con- 
struction of the Retiro terminus in 


Buenos Aires, one of the finest in the 
world: the Buenos Aires suburban elec- 


trification; the erection of the Gorton 
locomotive shops at Perez; the con- 
struction of Cordoba station; and the 


doubling and stone ballasting of 188 


NEWS SECTION 


miles of the line between Buenos Aires 
and Rosario. Mr. Pearson was Vice- 
President of the British Chamber of 
Commerce (1915-18) and President of 
the British Hospital (1914-18) in Buenos 
Aires. 





Mr. A. R. Loveridge has been 
appointed Assistant Locomotive Super- 
intendent, Tanganyika Govern- 
ment Railways. 

Mr. G._ Gibson, 
Mechanical Officer 
Nigerian Railway, has _ been 
appointed Works Manager, 
Locomotive Department, Tan- 
ganyika Government Railways. 


Assistant 
(Research), 


Sir John Maffey, the well- 
known administrator in India 
and the Sudan, and until July 1 
Permanent Under-Secretary for 
the Colonies, has been appointed 
a Director of Imperial Airways, 
Limited. 


INDIAN RAILWAY STAFF 
CHANGES 
Consequent upon the retire- 
ment of Mr. C. G. Cotesworth 
from the position of Locomotive 
& Carriage Superintendent, 
Metre Gauge, B.B. & C.I.R., 
Mr. C. Lindsey has been ap- 
pointed to succeed him, and Mr. 
T. D. Macintosh has been pro- 
moted to be Deputy Carriage 

and Wagon Superintendent. 
Mr. W. R. Maunder has been 


confirmed as Deputy Agent, 
BB. €:C.LR. 
Mr. H. J. Darling has been 


confirmed as Chief Electrical 
Engineer, E.I.R. 

Mr. W. H. H. Young re- 
verted to his substantive post 
of Chief Commercial Manager, 
E.I.R., on June 25. 

Mr. R. E. Marriott, Divi- 
sional Superintendent, E.I.R., 
has been granted three months’ 
leave as from July 9. 


Sir Edward Beatty, Chairman and 
President, and the officers of the 
Canadian Pacific Railway paid signal 
honour on July 5 to Mr. C. B. Foster, 
Passenger Traffic Manager of the com- 
pany, who, as recorded in our issue 
of July 2, retired on July 1 after 46 
years’ service. Marking their apprecia- 
tion of Mr. Foster’s contribution to the 
development of passenger transpor- 
tation and to the Canadian railway 
world in general, Sir Edward presented 
him with a radio, and a desk and 
chair. In making the presentation Sir 
Edward emphasised that Mr. Foster 
had done much for the Canadian 
Pacific and for its reputation during his 
46 years of excellent service, 15 of 
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which had been spent as passenger 
traffic manager. 


Mr. A. H. Peppercorn, who, as re- 
corded in our issue of August 6, has 
been appointed Locomotive Running 
Superintendent, Southern Area, 
L.N.E.R. entered the service of the 
Great Northern Railway as a premium 
apprentice under Sir Nigel, then Mr. 
Gresley, in the locomotive works, Don- 
caster, in 1905. On the completion of 
his apprenticeship, he gained experi- 
ence in the running sheds at Colwick, 
and was afterwards appointed an 
assistant to the District Locomotive 
Superintendent, first at Ardsley, and 
then at Peterborough. During the war 
he served in the C.M.E. Department 
of the Royal Engineers in France, and 





Mr. A. H. Peppercorn 


Appointed Locomotive Running Superintendent, 
Southern Area, London & North Eastern Railway 


on demobilisation was appointed Dis- 
trict Locomotive Superintendent at 
Retford, and later at Doncaster as 
assistant in charge of the wagon shops. 
In 1921, Mr. Peppercorn was appointed 
assistant to the Carriage and Wagons 
Superintendent at Doncaster, and on 
the amalgamation in 1923 was made 
Carriage Works Manager at Doncaster, 
L.N.E.R. In 1927 he was promoted 
to be Carriage and Wagon ‘Works 
Manager at York, and in 1933 was 
appointed Assistant Mechanical En- 
gineer, Stratford, in which position he 
is now succeeded by Mr. F. W. Carr. 


Mr. D. R. Edge, whose appointment 
to succeed Mr O. V. Bulleid as Assis- 
tant to the Chief Mechanical Engineer, 
L.N.E.R., was recorded in THE Ratr- 
way GazeTTE of August 6, received his 
technical education at the Manchester 
College of Technology, and served his 
apprenticeship in the locomotive shops 
at Gorton, afterwards being transferred 
to the Carriage & Wagon Department. 
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On the opening of the new carriage and 
wagon shops at Dukinfield in 1909 he 
was transferred to that depot, and in 
1912 was appointed Assistant to the 
Works Manager, taking over the duties 
of Works Manager in 1916. In 1933 
Mr. Edge was appointed Carriage & 
Wagon Works Manager, Doncaster, 
with control of the workshops at Dukin- 





Mr. D. R. Edge 


Appointed Assistant to the Chief Mechanical Engineer, 
London & North Eastern Railway 





Mr. M. Weeks 


Appointed Carriage and Wagon Works Manager, 
Doncaster, L.N.E.R. 


field, which position he has held up to 
now. 

Mr. M. Weeks, who, as announced 
in our issue of August 6, succeeds Mr. 
D. R. Edge as Carriage and Wagon 
Works Manager, Doncaster, L.N.E.R., 
served as a premium apprentice with 
the former Great Northern Railway at 
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Doncaster from 1909 to 1914. Mr. 
Weeks saw war service first wii) the 


Royal Naval Divisional Engin in 
Gallipoli and France, and late ith 
the light railways in France rom 


September, 1914, to May, 1919. Re- 
turning to the Great Northern Ra‘iwav 
in the latter year, he served in various 
capacities at Doncaster and in the 
Lecomotive Running Departme at 
Doncaster until July, 1923, whe. he 
was appointed Assistant Works 
Manager in the Carriage and Wagon 
Department at Doncaster, the position 
from which he is now promoted. 


Mr. K. J. Cook, whose appointment 
as Works Manager, Loco. Works, Swin- 
don, G.W.R., in succession to the late 
Mr. R. A. G. Hannington, was 
announced in THE RaItway GAZETTE 





Mr. K. J. Cook 


Appointed Manager, Loco. Works, 
R. 


Swindon, G.W 


of August 6, entered the works in 1912 
as a premium apprentice. During the 
war he served with the Mechanical 
Transport Branch of the Army Service 
Corps in France in 1915-16, and with 
the B.S.F. from 1916-19. In 1920 Mr. 
Cock entered the Drawing Office, 
where a part of his time was spent on 
experimental and locomotive running 
work. He was appointed Technical 
Inspector in the Locomotive Works in 
August, 1922, and Assistant to the 
Works Manager in November, 1923. 
Mr. Cook’s appointment as Assistant 
Works Manager, the position from 
which he is now promoted, followed in 
January, 1932. 


It is with regret we record the death 
on August 9 of Mr. George Lumsden, 
of Melbourne, Australia, Secretary of 
the Mount Lyell Mining and Railway 
Company, Tasmania. 

The late Mr. John Frame, Chairman 
of Frame’s Tours Limited, whose death 








XUM 


August 13, 1937 


on May 4.was. recorded in THE Ralt- 
way GAZETTE of May 7, left estate 
valued at £11,236 (£10,849 net). Mr. 
Frame was also Chairman of Bonning- 
ton Hotels, Limited. 


We regret to record the death on 
August 8 of Mr. Thomas Wake, a 
Director of the South Indian Railway 
Company. Mr. Wake went out to India 
in 1884 as Assistant to the Chief 
Auditor of the former Madras Railway, 
ind rose to become Chief Auditor him- 
self in 1903. He was also Agent and 
Manager for a period. His services on 
the Madras Railway were terminated 
in 1908, when that railway was taken 
over by the Government of India and 
divided between the South Indian and 
the Madras & Southern Mahratta Rail- 
ways. From 1911 until September 20, 
1927, he was Accountant in the London 
Offic of the South Indian Railway 
Company, and in the latter year was 
appointed a Director of the company, 
which position he held until his death. 
The funeral took place at Woking 
Crematorium on Wednesday, and a 
memorial service was held at Grayshott 
Church on Thursday. ; 


L.M.S.R. ApporInTMENTS 


The following appointments have 
been approved by the directors :— 

Mr. S. H. Whitelegg, Works 
Manager, Chief Mechanical Engineer’s 
Department, Horwich, to be Works 
Superintendent, Chief Mechanical 
Engineer’s Department, St. Rollox. 

Mr. G. Holt. Chief Draughtsman, 
Signal and Telegraph Engineer’s 
Department, Derby, to be Assistant 
(Signals), Derby. 

Mr. A. Tims, Chief Draughtsman, 
Engineering Department, Barrow, to 
be Assistant to District Engineer, 
Barrow. 

Mr. H. G. Draycott, Goods Agent, 
Nottingham, to be Assistant to District 
Goods Manager, Manchester. 

Mr. J. Story, Operating Assistant to 
District Goods and Passenger Manager, 
Swansea (located at Abergavenny), to 
be Assistant District Goods and 
Passenger Manager, Swansea. 

Mr. H. Worsley, Assistant District 
Controller, Crewe, to be Operating 
Assistant to District Goods and Passen- 
ger Manager, Swansea (located at 
Abergavenny). 

Mr. G. Mitchelhill, Goods Agent, 
Rochdale, to be Assistant to District 
Goods and Passenger Manager, Derby. 

Mr. R Paterson, Assistant to 
District Goods and Passenger Manager, 
Derby, to be Goods Agent, Notting- 
ham. 

Mr. T. E. Jackson, Clerk (Goods 
Revenue Section), Chief Commercial 
Manager’s Office, Euston, to be Goods 
Agent, Rochdale. 

Mr. O. Best, Acting Head Office In- 
spector, Chief Commercial and Chief 
Operating Managers’ Departments, 
Euston, to be Stationmaster and Goods 
Agent, Wellingborough. 
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The Late Sir Eric Geddes 


The following appreciation of the late 
Sir Eric Geddes, an obituary notice 
of whom appeared in THE RaiLway 
GazeETTE of June 25, was published in 
The Dunlop Gazette for July. Doubt- 
less from the pen of Sir George 
Beharrell, Sir Eric’s close associate, 
and now (as recorded in our issue of 
July 23) his successor as Chairman of 
the Dunlop Rubber Co. Ltd. and of 
Imperial Airways Limited, the article 
gives an intimate insight into the per- 
sonality of one who will be long re- 
membered for the variety and distinc- 
tion of his career :— 

‘““When a= great national figure 
passes, press comment is apt to dwell 
chiefly on public achievements, not 
upon the human personality or the 
daily routine of duty done. 

‘Of Sir Eric’s public achievement 
there was much to say. In the great 
war, he had been both an Admiral and 
a General; had held supreme control of 
railway transport in all the theatres of 
war, a position of vital importance, 
and had, as First Lord of the 
Admiralty, the direction of the anti- 
submarine campaign, the success of 
which was one of the chief factors in 
the allied victory. After the war he 
had, as the first Minister of Transport, 
carried through Parliament the scheme 
for the concentration of the British rail- 
ways into four great units, thus inau- 
gurating a new period of railway 
organisation. His culminating work 
for the Government was his chairman- 
ship of the Committee on National Ex- 
penditure, commonly referred to as 
‘ The Geddes Axe Committee.’ Many 
will remember that at this time he was 
probably more often the victim of the 
caricaturist than any other public 
figure. He always received this form of 
comment with the best of temper and 
in fact some of the original drawings 
hung in his study up to the day of his 
death. Immediately after the conclu- 
sion of the Axe Committee Sir Eric 
joined the board of the Dunlop Rubber 
Company and became its Chairman. 
From this time he devoted his great 
powers entirely to the guidance of the 
commercial organisations with which he 
became connected, and it was remark- 
able how a man who had played so 
striking a part upon the stage of public 
life, withdrew himself from the public 
eye and concentrated entirely on the 
day-to-day work of his job. Those, 
however, who knew Sir Eric intimately 
realised that he was at heart a shy 
man, with little personal ambition. 

‘‘ He much preferred the quiet of his 
own home to the glamour and glitter of 
big receptions and, however success- 
fully he carried through his part on 
great public occasions (as he invariably 
did), those who watched him closely 
could generally see a trace of nervous- 
ness and diffidence, surprising in one of 
his tremendous physique and general 
air of decision and _ self-confidence. 
Indeed, his physique and his energy 
gave the world a very false impression 


of his character. He was no hustler 
forming hasty views, trampling on 
opposition and obtaining his own way 
by sheer force of will. No one was 
more patient in his study of all the 
ramifications of a problem, no one less 
liable to act on the spur of the 
moment. 

‘“‘ He chose his staff with the greatest 
possible care and, though he could not 
suffer fools gladly, was always ready to 
give help and sympathy to the man 
who was doing his best. After his 
broadcast in the ‘ Rungs of the 
Ladder’ series he received a long, 
rambling, and not very intelligible 
letter from a young man. Sir Eric im- 
diately replied asking him to write in 
six lines to say whether he wanted a 
job, and what kind of a job, and then 
did his very best to help. A smaller 
man would have left the letter un- 
answered. 

‘“ Loyalty was fundamental in his 


eyes. He expected it and he gave it 
in fullest measure. It was for these 
reasons that problems of personnel 


always meant so much to him. 

‘““On his visits to the factories he 
always interested himself in the opera- 
tions as they affected the operators 
and drew attention to any which 
seemed to him to need modification. A 
typical example was his criticism of 
our old method of wrapping golf balls 
by hand, which was changed soon after 
one of his visits to the Fort. He re- 
joiced in nothing more than in the 
improvements made in working condi- 
tions during his chairmanship, and 
nothing gave him greater happiness 
than to see the look of contentment 
and self-reliance on the faces of Dunlop 
employees as he visited office or work- 
shop. 

‘He loved also to see the shops 
looking clean and orderly, without 
evidence of carelessness or wasted 
effort, and it was remarkable how 
quick he was to pick out points which 
could be improved. He never visited 
a factory without making useful sugges- 
tions, which had not occurred before 
even to those within the sphere of 
whose daily duties the subject came. 
No detail was too small for his notice. 
On one occasion he was told that no 
special preparations had been made for 
his visit, and that the factory as he 
saw it was the sare as always. In 
fact one special preparation had been 
made, namely, to put some new gravel 
on a short cut between two depart- 
ments that is not normally used. Sir 
Eric noticed it! Indeed he combined 
two very rare qualities, a capacity for 
assimilating detail with the utmost 
speed and accuracy and an unerring 
perception of what was the real point 
of any problem. 

‘‘ He could see both the wood and 
the trees, and it was to this power that 
he owed his grasp of so wide a range 
of problems. On any subject—whether 
it was the ballistics of a golf ball drive, 
the examinatioin of Lastex yarn, the 
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architecture of the commercial offices, 
the proper use of conveyors—Sir Eric 
spoke with the authority which comes 
of experience and sound thinking. 

** Moreover, he had what is given to 
few—the capacity for creative thought. 
Many Dunlop products owe much to 
his suggestions. The fact that a wet 
rubber sponge would not slip on a 
smooth surface caused him to think of 
tread patterns from a new and fruitful 
angle and he did much to improve and 
popularise Dunlopillo, for he was a 
loyal user of Dunlop products and 
studied their performance closely. 

‘“‘ His leadership has meant much to 
Dunlop during the past 15 years, 
critical as they have been in our 
country’s history. In those years the 
Dunlop name has been raised to ever 
higher levels of reputation—the organi- 
sation has been continuously 
strengthened and working conditions 
continuously improved. 

‘* We lament the death of our great 
leader, while still in the prime of his 
working powers. Life, however, should 
be measured not by length of years 
but by results achieved. Sir Eric leaves 
behind him a record of great achieve- 
ment in every phase of his extremely 
full and active career.’’ 
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Another tribute to Sir Eric Geddes 
appeared in the July issue of London 
& North Eastern Railway Magazine, of 
which, as will be seen, he could claim 
to be the founder :— 

‘‘ On the eve of going to press came 
the sad news of the death of Sir Eric 
Geddes. Little more than 30 years ago 
he left India to fill the post of Claims 
Agent on the old North Eastern Rail- 
way. In quick time he found a wider 
sphere as Commercial Agent and in 
1906 he proceeded to combine the work 
of industrial development with the 
other functions of the Goods Depart- 
ment. The North East coast was then 
on the crest of a wave of prosperity 
and ‘E.C.G.’ threw himself with 
tremendous energy into the task of 
coping with the growth of goods and 
mineral traffic. He reorganised many 
offices, vitalised canvassing and drew 
ambitious proposals for developing 
docks and shipping. Not all of these 
schemes have been carried out. The 
war put a stop to many a plan and 
upset many a theory about the trend 
of trade. It also led to ‘ E.C.G.’ 
holding many important offices of 
State. He was not destined to return 
to the railway service, but as Minister 
of Transport he was responsible for the 
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Railways Act of 1921 under which the 
L.N.E.R. came into being. 

‘* His was a meteoric career, not com- 
pletely rounded off. For Sir Eric was 
an elemental force, with wonderfy] 
drive and a capacity for making others 
interested in the particular ubject 
which absorbed him for the time being. 
He was a good organiser with the knack 
of choosing his men wisely. He could 
also worm his way into the heart of 
any problem and, like all his country- 
men, kept a faithful eye on costs 

‘‘ We have a special reason for re- 
membering Sir Eric with gratitude. He 
did a great deal for the staff of the 
North Eastern Railway and, though in 
his boyhood he had struggled hard to 
avoid being taught anything at not 
a few schools, he was keen on the 
education of railwaymen of all ranks. 
In 1911 he induced Sir Alexander Kaye 
Butterworth to start the North Eastern 
Railway Magazine as one means of en- 
couraging the staff to take a general 
interest in railway affairs. The venture 
was a success and in course of time a 
merger with the Great Eastern Railway 
Magazine created the journal which 
now records the happenings on the 
L.N.E.R. from Lossiemouth and 
Mallaig to Marylebone and Harwich. 
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Posters issued by the L.M.S.R. and the L.N.E.R. to advertise the first streamlined Anglo-Scottish expresses. The 
originals we reproduce are double-royal size, but the same designs have been produced by the L.N.E.R. in double-crown 
and 16-sheet sizes, and by the L.M.S.R. in quad royal and 16-sheet 
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1937 Review of Standard and Exceptional Charges 


The judgment of the Railway Rates 
Tribunal, which is referred to editori- 
illy on page 272, was given in writing 
and dated July 27, 1937. The review 
was held under the provisions of Sec- 
tion 59 of the Railways Act, 1921, and, 
following the usual practice, the rail- 
way companies were required to submit 
copies of their published accounts for 
1936 together with a number of other 
financial statements. In doing so, the 
companies indicated that, while at 
previous reviews they were doubtful 
whether a general increase in rates and 
charges would materially improve their 
financial position, they felt unable to 
sav the same on this occasion. In 
existing circumstances they believed a 
material improvement in their financial 
position could be expected from a 
moderate genera! increase in charges. 
Accordingly they proposed that the 
tribunal should consider making a 
general increase of 5 per cent. or there 
abouts, and on May 18 they pro- 
pounded a scale under which all exist- 
ing merchandise and coal rates not ex- 
ceeding 2s. 5d. should be increased 
by Id., charges over 2s. 5d. but not 
exceeding 4s. 1d. by 2d., and so on. 
For ordinary passenger fares they pro- 
posed an increase of 3d. on existing 
fares up to 11}d., 1d. on fares from 
ls. to 2s. 5d., and so on, as recorded in 
our issue of June 25; and a halfpenny 
increase on all workmen’s fares. For 
day and half-day excursion fares the 
initial increase proposed was 1d. on all 
fares up to 2s., while in the case of 
season tickets a flat 5 per cent. increase 


was suggested. 

[he tribunal is unable to give . the 
usual comparison of working expenses 
ind net revenue of each company for 
the year under review with the pre- 
vious year, because during 1936 the 
valuations for rating purposes of the 
undertakings were fixed in respect of 
the quinquennial periods 1931-6 and 
1936-41 and the companies, after esti- 
mating the sums recoverable from the 
rating authorities and the railway 
freight rebates fund for the period 
April 1, 1931 to December 31, 1936, 
have appropriated them under vary- 
ing heads. The tribunal details alter- 
native ways of dealing with these 
estimates, (1) by including the sums 
applicable to the years 1934/6 only, 
or (2) by including the total sums re- 
coverable with the 1936 net revenue. 
3v either method, however, the average 
annual net revenue during 1934, 1935, 


and 1936 is less than the standard 
revenue plus the allowances granted to 
December 31, 1935, to remunerate addi- 
tional capital raised or provided in 
respect of expenditure on _ capital 
account since January, 1928; the 
respective deficiencies are as shown 
in the table at the foot of this page. 
The tribunal was therefore required 
by statute to consider whether the 
deficiency was due to lack of efficiency 
or economy in management, and, after 
consideration of the documents and in 
the absence of any evidence to the 
contrary, it decided that the deficiency 
in the case of every company did not 
arise from this cause. On the point as 
to whether the deficiency is likely to 
continue owing to change of circum- 
stances, the tribunal expressed the 
view that the increased expenditure on 
coal, wages and materials would to a 
very large extent offset the increase in 
gross receipts which might be expected 
in 1937 on the basis of the traffic car- 
ried in the first half-year. Having 
regard to the present conditions it con- 
cluded that the net revenue of each of 
the companies might be expected to 
be greater, but not greater to any 
material extent, than in 1936, and it 
is accordingly not of opinion that owing 
to change of circumstances the defici- 
ency of any company is not likely to 
continue. Having reached this decision, 
the tribunal is required by _  Sec- 
tion 59 (4) of the Act to make such 
modifications of all or any of the 
standard charges and such a corre- 
sponding general modification of the 
exceptional charges of each company 
as it thinks necessary to enable each 
to earn its standard revenue plus allow- 
ances for additional capital. 
Estimated Yield of Increase 
Evidence was given on behalf of the 
railway companies justifying their pro- 
posal for a general increase of 5 per 
cent. on the grounds of the all-round 
improvement in trade and industry and 
the heavy increases in the price of coal 
and other raw materials. Assuming 
the present trend of traffics continued 
and no traffic was diverted, the com- 
panies calculated that their proposal 
would mean an additional £7,500,000 
per annum net revenue. They did not 
consider, however, that more than 70 
per cent. of the increase would be re- 
tained in the case of passengers, 60 per 
cent. in respect of merchandise and 
livestock, 70 per cent. on _ other 


L.N.E.R L.M.S.R. G.W.R. Southern | _ Total 
l | | 
f f f Pe) ee 
Standard revenue and allow- 
ances Ee a _.|15,171,219 |20,579,930 | 8,466,560 | 7,095,870 | 51,313,579 
Deficiency under method (1)..| 6,083,557 | 7,310,970 | 2,494,085 942,939 | 16,831,551 
De fic iency under method (2) 5,437,581 | 6,520,951 | 2,161,831 662,939 | 14,783,302 


| 


Deficiencies of the four groups for the years 1934-36 calculated by the two 
methods explained above 
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minerals, and 80 per cent. on coal 
traffic. On this basis, the additional 
annual net revenue of each company 
would be:— 


£ 
1,732,500 


L.N.E.R. 
L.M.S.R. 2,357,000 
G.W.R. 983,000 


S.R. i a ie 537,000 


£5,609,500 


Opposition 

The companies’ proposal was opposed 
by the National Farmers’ Union, the 
Mining Association of Great Britain, 
the Monmouthshire & South Wales 
Coalowners’ Association, the British 
Iron & Steel Federation, the National 
Association of Wholesale Newsagents, 
and numerous other organisations. On 
their behalf arguments were addressed 
to the tribunal as to the true meaning 
of various Sections of the Act. As to 
the phrase in Section 59(4), ‘‘ modifica- 
tions in all or any of the standard 
charges ’’; the tribunal expresses the 
view that it means modifications of the 
standard charges in force for the time 
being, and that it is not empowered 
to take the different commodities 
specified in the 21 classes and make 
different modifications of the standard 
charges applicable to a class according 
to the commodity in respect of which it 
is chargeable. With regard to the 
words ‘‘ such a general modification of 
the exceptional charges,’’ the tribunal 
considers that whatever percentage 
modification is made of the standard 
charges applicable to a particular class, 
the same percentage modification is to 
be made of all the exceptional rates 
in operation for the various com- 
modities in that class. The phrase ‘‘ as 
they may think necessary to enable the 
company to earn its standard revenue ”’ 
means earning the standard revenue in 
the year following the introduction of 
the modified charges, and not some 
more distant date as was argued by one 
organisation, 


Grounds of Objection 

The grounds of ‘the objection fell 
mainly under three heads; inability to 
bear an increase, that an increase was 
not in the public interest, and that an 
increase would not benefit the net 
revenues of the railway companies. 
With regard to the first, the tribunal 
does not consider that, under Section 59 
of the Act, this is a matter to which it 
should have any regard except in so far 
as it may consider that the imposition 
of higher charges, which owing to their 
financial state an industry or the rail- 
way users cannot bear, may result in 
loss of traffic to the railways and leave 
them worse off as a whole than they 
would have been if the higher charges 
had not been imposed. On the point 
of public interest, the tribunal cannot 
find any warrant in the Act for the 
contention that a modification which 
would enable a company to earn its 
standard revenue, must not be made 
if it is not in the public interest. On 
the contrary, the tribunal does not con- 
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sider that under Section 59(4) of the 
Act it is required to have regard to the 
interest of the public except so far as 
it may be relevant—though it suggests 
it is difficult to imagine circumstances 
in which it may be relevant—in con 
nection with the nature and extent of 
the modification necessary to enable 
the standard revenue to be earned. In 
deed the tribunal points out that 
Sections 58/9 appear to indicate that 
the legislature regarded the realisation 
of the standard revenue as being in the 
public interest. The objection that an 
increase in charges would not benefit 
the net revenues of the companies was 
particularly by the National 
Farmers’ Union in connection with 
iwricultural traffics, but the tribunal 
itself satisfied that a 5 per 

nt. increase overall will vield each 
company more revenue from agricul 
tural traffics than it would obtain from 
ich traffics at the existing rates. 


raised 


expresses 


Low-rated Traffic 

[he contention of certain objectors 
that the scale put forward by the rail 
way companies would bear inequitably 
ind unduly hardly in the case of traffic 
carried at very small charges was con 
sidered by the tribunal to be well 
founded, and it expressed the view 
it in applying any percentage in 
provision should be 

the increase 
to the percentage 


made to 
within narrow 
iuthorised 
Ancillary Businesses 
Che tribunal does not consider that 
the net revenue derived by the 


panies from their 
businesses, 


com 
ancillary or sub 
including their dock 
having regard to all 
unduly low, neither 
y consider that any of the com 
is making inadequate charges in 
of any such business 


sidiary 
undertakings, is, 


s 


the circumstances, 


Conclusion 


rhe tribunal reaches the conclusion 
that in the each of the four 
railway companies concerned, an in 

ise of 5 per cent.. applied so far as 
is practicable to all of the standard 
charges and to all of the exceptional 
charges of company will enable 
them to obtain more net revenue from 
and categories of traffic 
would obtain if that increase 
made, and so enable them to 

more nearly earn, their 
revenue. Accordingly they 
modified the relevant statutory 
rules and orders affecting each company 
as from October 1, 1937, in the manner 
shown in the appendices attached to 
the report 


case ol 


each 


ill classes 
than they 
was not 
earn, or 
standard 
have 


Fractions Rule 

In order to meet the point as to the 
incidence of any increase on very low 
charges, the tribunal has modified the 
present fractions rule in respect of 
workmen’s fares so that fractions of 
under one quarter of a penny are to 
be dropped, one quarter and less than 
three-quarters of a penny charged as 
one halfpenny, and three-quarters and 
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over charged as one penny. By this 
means no fare under 5d. will be in- 
creased. In the case of exceptional 
charges, in reckoning the sum to be 
added to the present charge, fractions 
cf one penny if less than one-half are 
to be dropped, and if one-half or more, 
are to be charged as one penny. Thus 
the rates on traffic conveyed at less 
than 10d. a ton will not be increased. 
With regard to exceptional charges 
which have been continued under 
Section 34(2) of the Act, i.e. those fixed 
for valuable consideration, and agreed 
charges fixed under the Road & Rail 
Traffic Act, 1933, the fractions rule 
adopted for workmen's fares is to be 


applied. 
L.N.E.R. Claim 


Finally the tribunal deals with th 
L.N.E.R. claim made for an allowance 
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to remunerate adequately the 
additional capital raised or provided jn 
respect of expenditure = on 
account during 1934/6. After 
sidering the special circumstanc: 

in the absence of any represent 
from traders, the tribunal decid 

the allowance necessary to remu 

the capital in question was £45,516. 
None of the other companies raised 
or provided any additional capital 
during the year 1936 in respect ex 
penditure on capital account, and 
therefore did not claim any additional 
illowances under Section 59(4). 

[Ihe judgment does not appl 
course, to the London = sub 
fares of the four mai 
companies, as the provisions 
London Passenger Transport 
Act, 1933, necessitate a 
inquiry for this purpose. 


passengel! 








The E.R. Derailment 


(From our correspondent in India) 


In connection with the serious derail 
ment that Bhita near 
Patna on the [recorded on pags 
168 in our issue of July 23—Ep., 
R.G.\,_ relief was organised from 
Dinapore with commendable prompti 
tude. Uninjured passengers, the train 
staff and volunteers rendered valuable 
assistance and within 4} hours all the 
injured were removed either to the 
hospital at Dinapore or the 
Patna General Hospital. Mr. 
J. A Bell, the agent, the prin 
cipal officers of the railway and the 
Senior Government Inspector of Rail 
arrived at the without 
delay and an inquiry into the caus« 
of the accident is proceeding. So far, 
the cause remains obscure; though the 
track has been badly damaged, there 
is no evidence of foul play or of faulty 
permanent way. Between the in 
quiries, the Agent personally super- 
vised the arrangements for the tréat 


occurred at 


E.I.R 


work 


railway 


Ways scene 


ment of the 
iuthorised any 


injured He has also 

additional expenditur 
the hospital authorities considered 
necessary for the treatment and well 
being of the injured. Assistance has 
also been given for the injured to com 
municate with their relatives by letter 
or telegram at railway expense. 

The accident has caused widespr: 
grief. The Viceroy, the Secretary 
State for India, the Railway Memb 
and the members of the Railway B« 
and the Governor of Bihar have all ex 
pressed profound regret and, sympathy 
for the bereaved and for the living 
victims. The derailment took place on 
a culvert and it is believed that the 
death roll might have been much 
heavier if two of the derailed coaches 
instead of standing precariously on the 
culvert had toppled down into the 
gulley below 

fOn 
tration of 


page 290 we publish an illus 
this accident.—Epb. R.G 








ELIMINATING VIBRATION.—With the 
one object of devising means for elim- 
inating vibration In mat hinery of 
various kinds, a new company has been 
formed in Leicester under the title of 
Metalastik Limited, the activities of 
which will consist in developing 
and producing metal-bonded-to-rubber 
* mounting "units for the purpose 
named, and also for dealing with oscil- 
lations and consequent noises. The new 
company is intimately associated with 
the old-established tyre manufacturing 
concern, the John Bull Rubber Co. Ltd., 
of Leicester, the registered offices of the 
two being under the same rcof. Metal- 
astik Limited a number of 
patents, methods and exclusive designs, 
and employs an expert staff, having a 
thorough knowledge of vibration prob- 
lems. The products of the company 
cover a very extensive field, being 
equally suitable for the heavy engineer- 


pe SSeSSeCsS 


ing industries, as well as for scientifi 
instrument makers and other producers 
of delicate mechanisms. A feature 
Metalastik is that the rubber is 
mounted and arranged that it can 
itself move easily, unfettered by me« h- 
anical fitments, such as bolts, or rivets, 
within the fully safe limits of its own 
inherent elasticity. The principle can 

applied to locomotives, rolling-stor k 
and other purposes on railways in lud- 
ing railway shops, the shipbuilding an 1 
electrical industries, and, as already 
indicated, in practi ally every direction 
where silence and extreme accuracy are 


nN 


essential. 








BristoL TRAMWAYS 4 PER CENT. 
Srock.—The Bristol Tramways & Carr!- 
age Co. Ltd. has given six months’ notice 
to redeem the 4 per cent. debenture 
stock, of which £250,000 is outstanding. 
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Railway Wages Inguiry Result 


Full restoration 
increased by Is. to 4is. 


of percentage 


Railway Staff National Tribunal De- 

1 No. 3, dated August 9 (published 

the Special Joint Committee on 

inery of Negotiation on Railway 

35, Parliament Street, S.W.1, 

5s.) brings a long-awaited solution 

he complex problem of wages and 

litions of the employees of the four 

line railways. After sitting in 

lic for six days last month, the 

nal has issued an unanimous 

sion. This is signed by the Chair 

Sir Arthur Salter, K.C.B., 

L., M.P., and by the other two 

pendent members, Mr. Maurice S. 

G C.E.f., |.P:, and Mer... 7. 
Ml OBE. f-P: 


Findings in Favour of Trade Unions 
The tribunal has found in the favour 
the trade unions in respect of their 
ms for the restoration of the varia 
ns in the standard conditions of 

lation grades, and for the termina 
of the deduction of 1} per cent. for 

irnings. In addition, certain im 
vements are granted in the pay of 
lower-paid conciliation grades, but, 

ravagantly conceived claims—like 
t of the Railway Clerk’s Association 
the establishment of a 36-hour 
ing week have been rejected. The 
gs of the tribunal—which are to 
into operation next week—are 
med up as follow: 

Claim by National Union of Rail 
men; Associated Society of Loco 
ve Engineers and Firemen; Rail- 
Clerks’ Termination 
he percentage deduction from eayn 

s at present operating under Clause 

10, Part T, of Railway Slaff National 

Tvibunal Decision No. 1, dated July 27, 


1936 


1ssoc iation 


We find in favour of this claim. 
i{.—Claim by National 


hvaymen, 1ssociated 


Un On of 
Societ\ of 
Fire wien. 


vates of 


NOLLVE Engineers and 
'estovalion of the standard 
ment im operation prior to National 
ves Board Decision, No. 119, dated 
rch 4 1931, in re spect of overlime, 
hl duly, and Sunday duly. 
We find in favour of this claim. 
Che rates will thus be as follow: 
Overtime, (i) Day—time-and-a 
rter; (ii) Night—time-and-a-half 
Night Duty  time-and-a-quarter; 
Duty performed on Sunday, also 
Good Friday and Christmas Day 
igland and Wales), January 1 and 2 
Scotland), time-and-a-half. In 
here double time was_ paid 
Decision 119 and was reduced by that 
I time-and-two-thirds, the 
te will again be double time. 
he parts of Decision No. 119 not 
fected by the above awards on Claims 
ind IL will continue to be effectiv 


Iil.—Claim by National Unicn of 
valwaymen. That the minimum rate 


cases 


befor« 


kecision to 


deductions 
Annual cost of conc2ssions estimated at £2,900,000 


-Minimum weekly wages 


oj wages payable to any adult shall be 
noi less than 50s. a week. 

We find against this claim. 

In order, however, to give 
the lowest paid workers we 
following awards: 

(a) All adult male and female staff 
in the conciliation grades whose base 
rate is now less than 45s. a week shall 
receive an addition to their base and 
current rates of Is. a week, and those 
whose base rate is 45s. shall receive an 
addition to their base and current rates 
of 6d. a week. As regards the few 
adult males now in receipt of a base 
rate of less than 40s., the base rate 
shall be brought up to 40s., plus Is., 
together with any further additions to 
which they may be entitled under the 
cost of living sliding scale. 

(b) The provision in Decision No. 41 
of the National Wages Board of 
December 9, 1925, in regard to new 
entrants on and after February 1, 1926, 
below, shall be — ter 


relie* to 
make the 


1S recited 
minated : 
Decision Vo 41 “On and after 
February 1, 1926, new entrants appointed 
to adult grades in the permanent service 
or employed temporarily for a probationary 
period prior to appointment, whether 
recruited from outside the railway service 
or from the casual or temporary staff, or 
from junior grades in the railway service, 
are to be paid at ‘‘ B”’ rates for the adult 
grades in which they are employed and on 
subsequent promotion to any higher grade 


in the service are to be paid the “ B”’ rate 


for such higher grade.” 
IV.—Claim by Associated Society of 
Locomotive Engineers and Firemen. 
twelve months’ service two 
holiday twelve week days 
full pay to be given annually. 

v Claim by Railway Clerks’ Asso 
ciation. The equivalent of a day off 
duty for all who work on any bank 

public holiday other than Good 
Friday and Christmas Day in England 
and Wales, and January 1 and 2 in 
Scotland. 


Awards to A.S.L.E.F. and R.C.A. 

We find against Claims IV and V as 
presented but make the following 
award: 

All staff, whether in the conciliation 
or the salaried grades, who are re 
quired to work on Whitsun Monday or 
August bank holiday (er in Scotland 
two other days as may be agreed be 
tween the railway companies and the 
unions), shall receive a day off with pay 
at ordinary rate in lieu of each day so 
worked, at a time to be chosen, within 
the customary railway staff holiday 
season, by the railway companies. 

Vi.—Claim by Railway Clerks’ 
Association. In addition to the exist 
ing provisions of the national agree- 
ments, extra payment to be made for 
all duty between 6 p.m. and 6 a.m., 
the extra payment to be 25 per cent. 
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above day rates for those who receive 
tiie ‘‘ one night off in ten,’’ and 50 per 
cent. for those to whom that night off 
does not apply. ; 

We find against this claim but make 
the following award :— 

Clerks who are required to work 
throughout the night hours 10 p.m. to 
4 a.m. in alternate weeks or for one 
week in three, shall be relieved where 
turn of duty in every 
fifteen turns of such night duty. If it 
is not possible so to relieve them they 
shall be granted one day’s pay at 
ordinary rate in lieu thereof. 

Vil.—We find against the 
claims presented to us. 

VIII.—This decision (No. 3) shall be 
operative as from August 16, 1937 
(except that it shall not apply to turns 
of duty commencing before that date) 
to August 15, 1938, and shall continue 
thereafter until altered by agreement 
the parties, or until a new 
decision is arrived at in 
with the procedure laid down in _ the 
Memorandum of Agreement of Feb 
ruary 26, 1935, with regard to the 
Machinery of Negotiation. 


possible one 


other 


between 
acc ordam ( 


Report of the Tribunal 

Prefaced to the findings is a carefully 
written report. The first part of this 
document is devoted to an examination 
of the claims and the cost involved. 
Thus, the tribunal observes that “‘ it 
is evident that some of the claims put 
forward by a particular union, and only 
specifically asked for the grades repre 
sented in that union, are of such a 
character that they would necessarily 
have to be extended to grades repre 
sented in other unions; or would re 
quire consequential adjustments greatly 
increasing their direct cost. For example 
it would be difficult to grant a 36-hour 
week to all grades covered by the claim 
of the Railway Clerks’ Association and 
at the same time to retain the present 
week for the conciliation 
srades. So, too, a minimum wage rate 
of 50s. would remove many existing 
wage graduations which are intended to 
reflect differences in work or seniority; 
and it would in practice therefore be 
necessary to make many consequential 
increases raising rates beyond, or 
further bevond, 50s. 

‘ The additional amounts that would 
be involved are difficult to calculate 
with precision, as the necessity or de- 
gree of extension is not equally certain 
in every case, but they are obviously 
very great. The railway companies 
have indeed calculated that extensions 
ef all kinds would increase the annual 
cost of the concessions asked from 
something over £9 millions to nearly 
£49 millions. 

‘‘ Without therefore accepting this 
figure as an exact estimate, it is ob- 
vious that the larger claims présented 
to us would, in their direct and indirect 
consequences, involve such a cost as 
to be completely outside the range of 
possibility. To place them in their 
proper perspective it is only necessary 
to remark that all the earnings of the 


working 
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railways would not suffice to meet the 
cost of claims involving an expense of 
over £40 millions, even if all classes of 
investors including debenture holders, 
were deprived of the whole of their 
interest and dividends.”’ 

rhe tribunal then proceeds to discuss 
the companies’ financial position and 
The changes in prospects 
since July, 1936, are expressed thus:- 


»srospects. 
I I 


(a) In July, 1936, rating relief was 
estimated at £2 millions a year. In 
fact, for last year it proved to be £2.4 
millions, and is not likely to be much 
less in future, though increased pound- 
age may reduce it by a little. More- 
over, the recovery of arrears, which the 
tribunal considers should be treated as 
in offset against the previously depleted 
reserves, was then regarded as ‘“‘ un- 
certain ’’; and it may now be regarded 
is certain. 

(b) In 1936 the first six months’ 
provisional accounts showed an increase 
over the corresponding months of 1935, 
of £2 millions in gross receipts, but of 
£475,000 only in net receipts, 7.e., at 
the rate of £950,000 a vear. 

This was the information before the 
tribunal at the time of Decision No. 1. 
In fact, however, the net revenue for 
the year exceeded that of 1935 by £2.8 
millions, or, if the effect of rating relief 
is excluded, by £1.5 millions. The 
accounts for the first six months of 1937 
now show an increase over the corre- 
sponding months of last year, of £3-9 
millions in gross receipts and £1.7 
millions in net receipts, i.e., at the rate 
of £3.4 millions a year. 

(c) The _ traffic receipts of 1936 
howed an increase on 1935 from £151-3 
millions to £156-9 millions, i.e., of £5-6 
millions while those of the first six 
months of 1937 show an increase of 
period of 1936, i.e., at the rate of £7 
millions a year, and the companies in 
fairly close correspondence with the 
latter figure, estimated in their evidence 
before the Rates Tribunal the increase 
for 1937 over 1936 at £6-7 millions. 


£34 millions on the corresponding 


Estimated Increased Expenses 

The report proceeds: ‘‘ The above 
figures are, of course, not cumulative: 
their significance is that they all point, 
from difierent angles, in the same 
lirection and indicate the general order 
of magnitude of the prospective in- 
crease 1n receipts. 

“On the other side, however, is the 
prospect of increased expenses (apart 
from the effect of any new wages in- 
creases), due partly to the fact that 
increased traffic necessitates increased 
staff, partly to the automatic effect of 
the sliding scale as the cost of living 
index rises, and partly to the increased 
price of materials. In their evidence 
before the Rates Tribunal in June the 
companies estimated the increased ex- 
penditure which would result from such 
causes at about £7 millions in a full 
year, on the basis, as regards materials, 
of prices then prevailing; and in some 
instances prices have somewhat in- 
creased since then. 
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‘If then we consider the prospects 
of the coming twelve months, the in- 
crease of expenses (even apart from 
new wage concessions) might approxi- 
mate to, or even possibly exceed, the 
effect of the favourable factors recited 
above. 

“* On the other hand, however, there 
is an important new factor not yet 
mentioned, the prospect of increased 
revenue as a result of the increase of 
charges just authorised by the Rates 
Tribunal. Allowing for possible loss of 
tratiic resulting from higher charges the 
companies estimated the annual yield 
of their proposal at £5,289,000 or, 
reckoning also the effect on certain 
charges not under the jurisdiction of the 
Rates Tribunal, £5,609,500. It is the 
latter figure which would be relevant 
for our present purpose, except that 
certain minor modifications in the com- 
panies’ proposal have been made by the 
Rates Tribunal, which will somewhat 
reduce, though to a not very important 
extent, the yield at first contem- 
plated.” 

Concerning the claims for the ter- 
mination of the residue of the relief 
granted to the companies by the 
National Wages Board, the tribunal, 
after expressing the opinion that these 
specific claims should be granted in 
full, comments as follows: 

‘““ The deductions thus terminated, 
or a portion of them, have now re- 
mained in operation for over six years, 
a much longer period than can have 
been contemplated—just as the de- 
pression which followed the decision 
was both more severe and more pro 
longed than was generally expected at 
the time. The financial position of the 
railways has retarded the restoration of 
cuts made in 1931 to a later date than 
reductions of wages and salaries made 
in other employments. It must be 
remembered, however, that this is 
largely due to the fact that the de- 
ductions were calculated in relation to 
prospects as they appeared in March, 
1931, that is, before the _ general 
financial crisis of the summer of that 
year, and were not increased when the 
deeper depression, which followed from 
that crisis, developed in 1932 and 1933. 
It is in any case very satisfactory that 
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it has now been possible to return to 
the standard rates. 

‘* This return marks a definite stage, 
In course of time modifications upon 
the standard rates and conditions may 
be asked for on both sides. There may 
be certain conditions established in 
favour of the employees which, in the 
light of experience, may be shown to 
be of less advantage to them than js 
proportionate to their cost or incon 
venience to the companies. The con- 
verse case may also occur in which 
conditions established in favour of the 
companies May prove irksome to the 
men to an extent which is out of pro 
portion to any resulting economy or 


convenience. As a result of a modifi 
cation of such conditions, or as a 
consequence of a substantial change in 


the financial position of the railways, 
changes in certain of the present 
standards may prove to be appropriat: 
It must, however, be recognised that 
with the restoration of the standard 
rates future negotiations must be on a 
somewhat different plane; and it must 
not be forgotten that, in 1932 and the 
immediately following years, the shar 
of capital in the net product of the 
industry was, as a consequence of the 
course which the negotiations took dur 
ing that period, reduced below what 
was contemplated in the Award (No 
119) of the National Wages Board of 
1931.”’ 

The report goes on to give a critical 
analysis of the several claims, and to 
set out considered reasons for rejecting 
them, or for making concessions. As to 
the date of operation the tribunal says : 
‘“We have thought it well on this 
occasion to provide for the decision to 
be operative from a definite and uni 
form date, viz., August 16 (with retro 
spective adjustments, to that date, it 
necessary) instead of from varying full 
pay days for different grades, which 
involved some inequalities especially as 
regards the salaried grades.’’ 

The total annual cost of the con 
cessions made by the tribunal is esti 
mated at about £2,900,000. The 
findings are not binding upon _ the 
parties and special meetings will. be 
held to consider the question of 
acceptance. 








THE RAILWAYSIN THE CHINESE WAR 
ArEA.—The Peiping-Liaoning (Mukden) 
Railway, in which there is a British 
financial interest, and in which a dozen 
or more British railway officials are still 
engaged, has been seriously affected by 
the hostilities that have unfortunately 
arisen in North China. When the 
Chinese directors demurred at providing 
troop transport for Japanese army re- 
quirements, the railway was virtually 
taken under Japanese control. Fighting 
around Peiping and Tientsin naturally 
brought all the public services to a stop, 
and some damage has been done to the 
railway, though apparently this is not 
sericus, as Japanese military trains are 
reported to be running. On August 2, 
it was stated that public trains had 


begun running again between Tientsin 
and Shanhaikuan, and that they would 
resume soon between Tientsin and Peip- 
ing. Presumably, a local administra 
tion has been set up under Japanese 
control. 

The Peiping-Liaoning and Peiping- 
Hankow main lines bifurcate at Fengtal, 
south of Peiping city. The Japanese 
hold one side of the ‘‘ V’’ from Tientsin 
to Fengtai, and a few miles down the 
other leg of Changhsintien. The Chinese 
on August 2, held the rest of the leg to 
Pautingfu, 80 miles west of Tientsin on 
the Hankow line. A considerable battle 
in the area between the two railways 
seems almost inevitable, and it is they 
that, as lines of communicaticn, are 
such important bcnes of contention. 
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Armstrong- Whitworth 


At the recent general meeting of the 
Armstrong Whitworth Securities Co. 
[td. the Chairman, Mr. C. Bruce 
Gardner, referred to the large increase 
of £422,383 in 1936 as compared with 
1935 of the value of work in progress 
The greater portion of 
this, he said, was represented by ex- 
penditure on work in progress in con- 
nection with the contract for 227 steam 
locomotives for the L.M.S.R. He re- 
called that, as a result of an agreement 
entered into between H.M. Government 


fi 
and stocks. 


and the railway companies, special 
financial facilities had been arranged to 
the extent of some £30,000,000 in order 
that the railway companies might put 
in hand special work which was to 
anticipate the ordinary railway pro- 
gramme, and that part of the agree- 
nent was that the manufactured 
articles should be made—all things 
being equal—in a Special Area. As a 
result of these arrangements, Arm- 
strong Whitworth had received the 


order for 227 locomotives and tenders 
of a similar type from the L.M.S.R. 
and 10 locomotives from the L.N.E.R. 
Up to date 168 engines and tenders 
had been delivered. The workmanship 
engines had been most fav- 
ourably commented upon by the rail- 
way companies, and their performance 
in) service had given entire satisfaction. 

In April last the L.M.S.R. ran a test 

London to .Manchester and 
creating a new record for the 
journey. The train from London to 
Manchester was hauled by one of the 
railway company’s own locomotives, 
but, for the run back to London, 
engine No. 5278, one of the Armstrong- 
Whitworth series of 227, completed the 
journey in record time without any 
special preparation whatever—a great 
tribute to the design of the Chief 
Mechanical Engineer of the L.M.S.R. 
ud to the staff of Scotswood for the 
excellence of their workmanship. It 
had to be remembered that this engine 
was one of the series of mixed traffic 
locomotives, and was only intended for 
carrying out the day-to-day general 
requirements of the railway company 
not a specially designed machine for 
record-breaking. This was a clear indi- 
cation of railway progress and of the 
great advance that had been made in 
locomotive design. 

The order from the L.N.E.R. for 10 
locomotives and tenders was duly de- 
livered to programme. 

[he planning sponsored by the 
Government and carried out by the 
railway companies had been successful 
in achieving that part of its policy 
which was to help where possible the 
Special Areas. The beneficial results at 
Scotswood had been enormous—a prac- 
tical proof of which was that for the 
latter half of the year the company 
had been able to give employment to 
1.000 more men in those works, with 


of these 


train from 
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Locomotive Building 


a corresponding beneficial effect in a 
very distressed area. Although the 
order for these locomotives was taken 
at a low price, the better financial re- 
sult for the past year had been due to 
the works being more fully employed, 
enabling the overhead charges to be 
spread over a very much_ greater 
volume of work. 

Since the date of the order all classes 
of material which entered into the 
manufacture of locomotives had been 
increased in price very considerably, 
but costs had not been affected owing 
to the fact that the company took steps 
to cover itself for the whole of the 
material required over the complete 
period of manufacture. Further, these 
locomotives had been made on a mass 
production basis, so that the estimate 
of costs had been improved upon. 


Export Business 

On the export side the year had 
shown no material improvement, and 
though, by the co-operative effort be- 
tween the locomotive builders, slightly 
better prices were achieved, neverthe- 
less they remained at a very low level. 
Mr. Bruce Gardner then reminded the 
meeting that last year he had men- 
tioned that steps were being taken to 
try to alleviate the position, and to 
some extent this had been successful, 
but owing to the few orders placed by 
overseas buyers all locomotive builders 
in the chief manufacturing countries 
were in consequence very short of 
work, with the result that it still re- 
mained a buyer’s market. Locomotive 
export figures from the chief manufac- 


turing countries showed the present 
tendency :— 

U.K. Germany France 

£ £ £ 
1913... 2,782,000 2,698,000 85,000 
1930... 3,751,000 = 2,852,000 260,000 
1932 (t... 367,000 230,000 355,000 
1934... 453,000 164,000 91,000 
1935 877,000 752,000 158,000 
1936... 1,303,000 707,000 215,000 
The figures, as compared with 1935, 


showed some improvement, but though 
the tendency was upwards, they fell far 
short of the 1930 figures, which were a 
measure of the capacity of the locomo- 
tive builders in this country and the 
world. 


Locomotive Goodwill 


Mr. Bruce Gardner then referred to 
the approach that had been made to 
the Locomotive Manufacturers’ Associa- 
tion as to whether, in the event of 
Armstrong Whitworth making arrange- 
ments to go out of the locomotive 
business, the association, as represent- 
ing all the locomotive builders, would 
be willing to purchase Armstrong Whit- 
worth’s locomotive goodwill, including 
drawings, patterns, and special dies 
owned by the company. From his own 
experience he knew that the capacity to 
build locomotives in this country was 
far in excess of any likely orders and, 


299 


therefore, it was considered that if the 
Locomotive Manufacturers’ Association 
would purchase, on behalf of its 
members, the goodwill and all that 
went with it of Armstrong Whitworth 
it would be a first class piece of rationa- 
lisation and benefit the industry as it 
would assist towards lower manufac- 
turing costs arising from orders being 
distributed between fewer firms. This 
was fully realised by the makers and as 
a result the company was finally able to 
dispose of its goodwill at the same time 
as it disposed of its plant. A great deal 
of publicity had been given to the 
national importance of maintaining the 
country’s export trade and the desira- 
bility that the defence programme 
should not interfere with it. In con- 
sidering the sale of Scotswood this had 
not been overlooked, and the fact 
would in no way lessen the possible sale 
of locomotives overseas, . but, on the 
contrary, owing to the possible orders 
being divided between fewer makers the 
power to compete would be enhanced, 
the capacity of the remaining builders 
still being more than sufficient to deal 








with any likely home and_ export 
orders. 
RoyAL VICTORIA STATION HOTEL, 


SHEFFIELD.—The I..N.E.R. is arranging 
to instal additional radiators and double 
windows in the Grimsby, Leicester, 
Faringdon, Assembly, and first and 
second floor sitting rooms, and in the 
lobby of the Royal Victoria Station 
Hotel, Sheffield. These rooms are at 
present fitted with single windows, but 
owing to the increased traffic noises, 
double windows have been decided 
upon, so that meetings may be held in 
comfort. 

THE AUTOMOBILE ASSOCIATION.—At 
the recent annual meeting of the Auto- 
mobile Association, Mr. Chas. Mc- 
Whirter, the Chairman, stated that it 
had been one of the most successful 
years in the whole history of the A.A., 
and the increase in membership of 
46,663 was the greatest ever achieved. 
At the conclusion of the financial year, 
April 30 last, the Association’s member- 
ship was 645,107 and today the figure 
was 666,500. There were now more 
than 100,000 A.A. lady members in 
their own right, a distinction that no 
other organisation in the world could 
claim. During the year over 40 million 
miles were covered by the patrol staff in 
the course of their normal duties. At 


the Bank Holiday periods alone 
Whitsun, August, and Easter—more 


than 26,000 members received roadside 
aid from the association’s patrols and 
information and advice were given to 
members on over one million occasions. 
Mr. McWhirter referred to the associa- 
tion’s free legal defence scheme and said 
that in cases where the charges were 
denied by the defendants the A.A. 
solicitors were able to secure the dis- 
missal of more than 8,000 prosecutions 
during the year, representing over 50 
per cent. of the “contested cases ”’ 
dealt with by the association. 
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NOTES AND NEWS 


Northern General Transport Co. 
Ltd.—The authorised capital of this 
L.N.E.R. associate has been increased 
by £50,000 beyond the previous regis- 
tered capital of £950,000, and is thus 
now £1,000,000. 

The German Zugspitzbahn. 
The famous Bavarian Zugspitz railway, 
which daily carries hundreds of tourists 
to the top of Germany’s highest mcun- 
tain, was temporarily put out of action 
on August 1, by a heavy cloudburst. 


Improvements at Royal Hotel, 
Grimsby.—In order to improve the 
accommodation at the Royal Hotel, 
Grimsby, the L.N.E.R. has arranged to 
convert one of the existing billiards 
rooms into a lounge, and to provide a 
ladies’ room. 


L.M.S.R. Parliament Street 
Properties.—The L.M.S.R., through 
Messrs. Daniel Watney & Scns, has 
sold the Parliament Street and Bridge 
Street freeholds which it offered at the 
Mart on July 27. The block is a 
corner site facing the Hcuses of Parlia- 
ment and is one of the most valuable 
positions in Westminster. 

Railwaymen Executed in Russia. 

As the result of a railway accident in 
Siberia on March 19, in which 14 
passengers were killed, it is reported 
from Moscow that 72 railway employees 
who were held responsible have been 
executed. It is also reported that 3,000 
officials of the Soviet Railway Commis- 
sariat are under arrest on other charges. 

French Steel Coach Programme. 

In connection with the recent acci- 
dent to the Paris—St. Etienne express, 
which was derailed at Villeneuve-Saint- 
Georges near Paris, it has been pointed 
out that the casualties were greatest in 
the wooden third class coach, used to- 
gether with steel coaches in the make- 
up of the train. As a result, the 
Government has decided to accelerate 
the construction of all-steel coaches and 
will forego some of the proposed 
economy cuts in the rolling stock ex- 
penditure programme, which had been 
previously decided upon as part of the 
financial reform plan. 


L.N.E.R. Wagon Works at Hull. 
The London & North Eastern Railway 
has decided to concentrate wagon repair 
work carried out in the Hull district 
at the Springhead works of the former 
Hull & Barnsley Railway. The scheme 
of reorganisation provides for the 
modernisation of the latter depot so 
that wagons will be repaired on the 
progressive system, for which purpose 
a traverser will be installed at each 
end of the existing building. Provision 
will be made for lifting wagon bodies 
off their wheels, and existing equipment 
at Springhead which is not up to 
modern standards will be replaced. The 
present steam plant will be scrapped 
and a supply of electric current taken 
from the Hull Corporation. A 7-cwt. 
electro-pneumatic hammer will be sub- 





stituted for the existing three steam 
hammers. When the reorganisation is 
complete Springhead works will be one 
of the most modern wagon repair shops 
in the country, and the repair depot at 
Dairycoates (Hull) will be closed. 


Station Bookstalls in Germany. 
The station bookstall in Germany has 
now reached its 75th anniversary, for 
it was in the year 1862 that Heinrich 
Schrag Icdged an application to open 
a bookstall in Nuremberg staticn. The 
application was granted and his idea 
was later copied by many other stations 
throughout Germany. Incidentally, the 
station bookstall in Nuremberg is still 
in the possession of the Schrag family. 


Joint Railway Locomotive Test- 
ing Station.—The London Midland & 
Scottish and London & North Eastern 
Railway Companies have decided to 
construct and equip, as a joint under- 
taking, a station for testing locomotives. 
A site has been chosen at Rugby, and 
a start will be made at once in preparing 
the plans of the building and equip- 
ment. The latter will be designed to 
embody all the most up-to-date features 
of testing methcds, and the plant, when 
completed, will prove a very important 
factor in increasing the efficiency of 
British locomotive practice. As an 
adjunct to the Rugby staticn, each 
company will provide a dynamometer 
car of the latest design, so that the 
tests carried out at the station can be 
co-related to the working of the loco- 
motives under actual traffic conditions. 


Additional L.N.E.R. Buffet Car 
Trains between London and Cam- 
bridge. With a view to effecting 
further improvement in the train service 
between London and Cambridge, the 
L.N.E.R. willintroduce on September 27, 
three additional fast trains in each 
direction on Mondays to Fridays in- 
clusive. These trains will leave Cam- 
bridge for Liverpool Street station at 
11.50 a.m., 2.20 p.m., and 8.30 p.m. ; 
and in the reverse direction will leave 
Liverpool Street at 11.10 a.m., 1.40 p.m., 
and 4.12 p.m. All will perform the 
journey non-stop in 65 minutes, and 
will be provided with buffet cars. 
When these trains are in service there 
will be ten buffet car train services in 
operation each, way daily between 
London and Cambridge, of which five 
will start from and terminate at King’s 
Cross station, and the others will run 
to and from Liverpool Street. These 
buffet car expresses will be additional 
to the restaurant car trains already 
running between Liverpcol Street and 
Cambridge. 


L.M.S.R. Scheme for £400,000 
London Carriage Depot.—Nearly 
£400,000 is to be spent by the L.M.S.R. 
on the provision of a large carriage 
shed, and new carriage marshalling and 
storage sidings, on a site near the 
company’s Stonebridge Park power 
station about seven miles from Euston. 
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The new carriage shed and sidings wil] 
augment the existing facilitics for 
dealing with carriages during th period 
of reconstruction of Euston, and wil] 
provide permanently increased accom- 
modation to enable the coaching stock 
to be efficiently dealt with on completion 
of the new station. Additional accom- 
modation will be given for 600 coaches, 
while the new shed will make it possible 
for 200 coaches at a time to be prepared 
and equipped under cover, preparatory 


to being marshalled into trains for 
departure. Equipment of the most 
modern type will be provided for 
vacuum-cleaning, steam-heating, and 


battery-charging, while bed linen for the 
sleeping cars will be stored in heated 


linen-rooms. In connection with this 
scheme, opportunity is being taken to 
increase the siding accommodation for 


the reception of goods trains from the 
Midlands and North at Sudbury sidings, 
Willesden, thus easing the working of 
traffic in the London-bound direction. 
Northern Ireland Traffics._Pas- 
senger receipts for the first four months 
of 1937 on railways wholly in Northern 
Ireland amounted to £62,517, against 
£65,656 for the corresponding period of 
1936, with a fall from 1,308,164 to 
1,142,772 in the number of passengers 
(apart from season-ticket holders) car- 
ried. Merchandise and mineral tonnage 
for the four months fell from 227,336 
tons to 205,087 tons, and the total 
goods traffic receipts from £82,551 to 
£75,501. Railways partly in Northern 
Ireland carried 1,320,529 ordinary | 
sengers in the first four months of 1937, 
against 1,480,888 in the first four 
months of 1936, and total passenger 
receipts fell from £116,201 to £114,341. 
The quantity of merchandise and 
minerals carried fell from 335,248 tons 
to 323,002 tons, and total goods traffi 
receipts from £221,094 to £212,310. 
On the purely northern railways the 
number of livestock carried in the first 
four months of 1937 rose from 50,104 
to 68,710, but on the cross-border rail- 
ways it fell from 227,465 to 224,610 
Thomas Skinner & Co. (Pub- 
lishers) Ltd.—A company under this 
title was incorporated on July 30, to 
acquire from (1) Sir Thomas Hewitt 
Skinner and Mr. Thomas’ Gordon 
Skinner for £175,000, at March 31, 1937, 
the business of Thomas Skinner & 
Company; and from (2) Sir Thomas 
Hewitt Skinner the proprietorship and 
goodwill of the business of the A.B.( 
or alphabetical railway guide for 
£157,500, and the stock of paper at 
May 31, 1937, with the benefit cf all 
trading from June 1. The _ business 
of Thomas Skinner & Co. was established 
in 1866, and has been carried cn con- 
tinuously as a partnership to the date of 
acquisition. The firm is proprietor and 
publisher of financial and trade reference 
books and pericdicals, and the business 
has been under the control of the 
Skinner family since its inception. 
Among the principal productions are 
“The Stock Exchange Official Year 
Book,’’ ‘‘ The Bankers’ Almanac and 
Year Book,’’ and “ The Directory of 
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Directors. The A.B.C. railway these Corporations there fore favour a British and Irish Railway 
ouide was established in 1853, and was road tunnel. Arthur Whitley Limited, S d Sh 
purc! ised in 1874 by Mr. Hutton, and the firm of London contractors which tocks an ares 
has been carried on continuously since had the scheme in hand, has now with- 
that date by Mr. Hutton and his sons, drawn its offer to build the line, and it Prices 
Messrs. Ernest and Montague Hutton, is not proposed to proceed with the Reo Zo 
who succeeded him as a partnership, promotion of a Bill to authorise this Stocks as ES Aue ; 
to the date of acquisition by Sir Hewitt railway. er} 4 2 _— 
Skin er by agreement dated August 4, Mobile Cranes for Goods Traffic. 1937 
1937. The sole business of the partner- With a view to accelerating further EWR . 
ship has been th publishing of this the handling of the constantly increasing Cons. Ord. 6414 | 4519 | 6514* | —1e 
well-known railway guide. quantity of goods traffic loaded in 5% ee pie pen 12612 11634 beet a | 
Proposed Tube Railway under the containers, the L.N.E.R. is installing 4) Deb. ref.(Is aie +l ae “me in ised 
Tyne.—In our issue of March 5 last, at its principal depots powerful 6-ton 44% Deb... 121 4 td] — 
we recorded that plans were proceeding electric mobile cranes for lifting the 4$% Deb.... 129 [121 117g | — 
for the construction, at a cost of containers between the road and rail 243 gw oe ‘e- = ms ae 
‘ . . ; . eb.... eae B9lg | — 
£400,000, of an electric tube railway on vehicles. It has now been decided to 5° Rt. Charge "13615 130 12715 = 
the Kearney high-speed principle, be- provide such cranes at Forth Goods 5% Cons. Guar. .../13514 |12734 |124* _92 
tween North and South Shields. On station, Newcastle, and Middlesbrough, 
July 7, representatives of the South at both of which places the traffic in L.MS.R 
Shields and Tynemouth Corporations containers has increased considerably. re ati 355, | 17 33 es 
decided to recommend their respective Petrol-electric mobile cranes are now 4% Prefce. (1923) | 83 5212 | 77* |— 
. . om . > ‘ 9 
councils not to support the scheme, in service on the L.N.E.R. at all the prin- 33° jot ed. Pe £198) on aa ts al ate 
. : : : . r: , ec -re D — 
mainly, we believe, on the grounds that cipal goods stations, including King’s 4°, | a. 114 10595 102 Av 
it provided only for passenger transport, Cross, Marylebone, Bishopsgate, Leeds, 5% Red.Deb.(1952 2) 1195g |1151g [11212 — 
and, therefore, was inadequate for the Ipswich, Manchester, Ilford, and 4% Guar. - 10634 1015, 100* | —1 
requirements of the two boroughs ; Sheffield. 
L.N.E.R. | 
5% Pref. Ord. ...| 14 9 1012 ly 
ee . Def. Ord. ... oul, ae 43, | 5lq4 —1 
British and Irish Traffic Returns 4% First Bietco.””'| Ft | sue | 796° | 1 
4% Second Prefce.| 317g | 181, | 30 -- 
5% Red. Pref.(1955)|10012 | 7734 | 98* —1 
| rotals for 3lst Week rotals to Date 4% First Guar. 10419 9834 9712* | —112 
| % Second Guar. | 99 90 90* —Il, 
GREAT BRITAIN | 3% Deb. ... 8554 79 76 
937 1936 .or Dec. 1937 1936 Inc. or Dec. 4% Deb. ... {10934 [10412 |101 
— : prem : . ee 5% Red.Deb.(1947) 11614 11012 |1101g | — 
- 44%, oa” und — 10712 |108 = 
, 5 : =, od. 
L.M.S.R. (6,871 mls.) f£ £ £ £ n £ = 
Passenger-train traffic... 812,000 785,000 27,000 | 16,139,000 | 15,479,000 660,000 
Merchandise, &c. 358,000 363,000 5,000 | 15,025,000 | 14,585,000 440,000 SOUTHERN 
( and coke 154,000 157,000 3,000 7,870,000 7,397,000 473,000 eat Ord : 983 821 93* -1 
Goods-train traffic .| 512,000 | 520,000 8,000 | 22,895,000 | 21,982,000 913,000 Def. Ord. ... 2755 201g 2334 | +15 
fotal receipts ... ...| 1,324,000 1,305,000 19,000 | 39,034,000 | 37,461,000 | + 1,573,000 5% Pref. ... "112034 1181p. |11419* 2 
LN.E.R. (6,315 ml : 5% Red. Pref.(1964)}11934 {11514 |11312* | —2 
V.E.R. (6,315 mls.) Y Cn: Said Te ae 991 One 2 
Passenger-train traffic... 537,000 508,000 29.000 10,490,000 9,980,000 510,000 4 Done ply 4 +95 ya —|1>5 
Merchandise, &c. 246,000 261,000 15,000 | 10,363,000 9,966,000 397,000 (1957) ‘ , 4 . 
Coal and coke 188,000 181,000 7,000 7,583,000 7,128,000 455,000 4% Deb 1173 1091 104 
Goods-teaany teat 434.000 142.000 8,000 | 17,946,000 | 17,094,000 852,000 502 ? ie 140 16 134 : 1261, | - 
otal receipts 971,000 950,000 21,000 | 28,436,000 | 27,074,000 | + 1,362,000 4°) Red. Deb. |11612 {110 10612 _ 
1962. -67 
G.W.R. (3,738 mls.) 
Passenger-train traffic... 378,000 361,000 17,000 6,758,000 6,523,000 235,000 Be.trast & C.D 
Merchandise, &c. 138,000 134,000 4,000 6,080,000 855,000 ‘ Ord. . 9 41 4 pe 
Coal and coke 61,000 55,000 6,000 3,420,000 35,000 : i. me ee 2 
Goods-train traffic 199,000 189,000 10,000 | 9,500,000 | 8.920.000 580, 000 
rotal receipts 577,000 550,000 27,000 | 16,258,000 | 15,443,000 815,000 ,eoRtH BRIDGE 
> animanl Deb. 1107 105 10 11g 
SK. (2,19/ mis.) 1a 5 = 
Passenger-train traffic... 524,000 484,000 40,000 | 10,107,000 9,534,000 573,000 Guar. -|107819 |104 10012 
Merchandise, &c. ... 42,500 45,500 3,000 1,872,500 1,935,000 62,500 
( and coke 13,500 16,500 3,000 922,500 946,000 23,500 G. NORTHERN 
Goods-train traffic 56,000 62,000 6,000 | 2,795,000 | 2,881,000 86,000 (IRELAND) 
lotal receipts 580,000 546,000 34,000 | 12,902,000 | 12,415,000 487,000 Ord. He 1912 934 7 ial 
Liverpool Overhead 1,745 1,595 150 40,099 36,642 3,457 
} mis.) G. SOUTHERN 
Mersey (44 mls.) oo 4,899 4,494 405 130,148 125,227 4,921 (IRELAND) 
*London Passenger a ee Paes anne pare 7. Ord. “ee 63 41 30 —3 
insport Board 563,400 547,900 15,500 3,383,600 3,335,300 48,300 Prefce. 65 46 41 pas 
IRELAND ae. —it ie | = 
RELA! Deb. 995 831 85 1 
Belfast & C.D. pass. 5,656 4,196 1,460 81,043 81,628 585 , . . 
80 mls.) 
goods 406 438 32 15,301 17,342 2,041 Lor 
total 6,062 4,634 1,428 96,344 98,970 2.626 44% “a” 12734 121 11512 ae. 
| a 7 = oi ae «| 13814 (1331 1251 
Gr - North rn pass. 22,200 20,100 2,100 332,850 | 324,000 |+ 8,850 44% “Ty. F. Ac » lin, 10815 105 2 pai 
vse MUS.) = *B*... 1313 3 1 we 
goods 7,700 6,600 1,100 290,300 304,500 14,200 “an 7M = 4 - a eon 
total 29,900 26,700 3,200 623,150 628,500 5,350 ; = | 
Great Southern pass. 74,413 68,059 6,354 1,083,923 1,082,403 | 4 1,520 MERSEY 
2,076 mls.) Ord. 03 211 
7 goods 32,748 36,676 3,928 | 1,261,207 | 1,280,673 19.466 4% Perp. Deb. = P+ : 38 37 re 
total 107,161 104,735 |+ 2,426 2,345,130 2,363,076 17,946 38 Fen Perp. Deb. ...| 78 745, 741g ‘sie 
— ss ae poe he eo ad a ee Perp. Prefce. 6875 6314 652 — 
August t Bank Holiday Week in 1937 and 1936 } { 3 


* 6th week (before pooling) * ex dividend 
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CONTRACTS AND TENDERS 


The L.M.S.R. and L.N.E.R. are 
jointly to construct and equip a com- 
plete locomotive testing plant to be 
situated at Rugby. 

Horseley Bridge & Thomas Piggott 
Limited has received an order from the 
L.N.E.R. for a loccmotive water soften- 
ing plant to be installed at Kirton 
Lindsey 


Kitson & Co. Ltd. has received an 
order from the Crown Agents for the 
Colonies for two boilers for 4-4-0 
saturated locomotives, Trinidad Govern- 
ment Railway. 


Turntables for the L.N.E.R. 
Cowans Sheldon & Co. Ltd. has 
received an order from the L.N.E.R. for 
a 70-ft. articulated turntable to be 
installed at Goodmayes, Essex, and a 
60-ft. articulated turntable to be in- 
stalled at Felixstowe. 

The L.N.E.R. is to install modern 
70-ft. turntables at Marylebcne and 
Leicester so that large locomotives of the 
Pacific and ‘‘ Green Arrow "’ types can 
be used on the Great Central section of 
the L.N.E.R. The new turntables will 
be equipped with vacuum-operated 
turning gear. 

John I. Thornycroft & Co. Ltd., has 
received a further repeat order from 
the L.N.E.R. for 13 Sturdy Class 
ZE/TC4 short 12-ft. wheelbase vehicles 
to carry a payload cf four tons. Six 
of these vehicles will be equipped with 
platform bcdies and the remaining 
seven with hinged-sided bedywork. 

The directors of the Great Western 
Railway Company have authorised 
placing the following contracts : 

Head Wrightson & Co. Ltd.: Supply and 
erection of two 30-ton electric wagon lifts at 
Hoe kley goods station. 

W. & A. Edgell Limited: Supply and 
erection of a timber-framed warehouse at 
Stourport. 

Demolition & Construction Co. Letd.: 
Reconstruction and strengthening of a bridge 
at Sutton Scotney. 

Ransomes & Rapier, Limited: Supply and 
erection of a 65-ft. turntable at Goodrington. 

J. Thompson (Wolverhampton) Limited : 
Supply of eight Lancashire boilers at the 
Severn Tunnel pumping station. 

For SWINDON WORKS: 

Supply of the following machines and equip- 
ment: Churchill & Co. Ltd.: Two vertical 
milling machines. 

R. Dempster & Sons, Ltd.: A gravity 
bucket conveyor chain at the gas works. 

Tangyes Limited: A 200-ton hydraulic 
press. 

AT THE SouTH WALEs Docks : 

Caffin & Co. Ltd.: Port Talbot. Reconstruc- 
tion in concrete of part of Talbot Wharf, Port 
Talbot. we . 

Penarth Pontoon Slipway and Ship Repairing 
Co. Ltd.: Overhaul of steam hopper barges 
G.W.R. No. 1 and G.W.R. No. 2, and repairs 
to steam hopper barge Foremost VI. 

The Birmingham Railway Carriage & 
Wagcn Co. Ltd., has received orders 
from Matheson & Co. Ltd., acting as 
Purchasing Agents for the Ministry of 
Railways, China, under the King-Kan 
Railway Lcan Agreement, fcr the 
supply of a total of 60 bogie carriage 
underframes, comprising 49 for passen- 
ger coaches, two for tool vans and nine 





for guards vans, in all cases complete 
with bogies, wheels and axles. These 
underframes are to be supplied to the 
inspection of Messrs. Sandberg. 


Sixty Buses for India 

Rootes Limited has received an order 
from the Travancore Government for 
60 Commer PNF3 (forward control) bus 
chassis equipped with Perkin’s diesel 
engines. Park Royal Coach Works 
Limited will supply single-deck 20-seat 
bus bedies for scme of these. 


Taylor Brothers & Co. Ltd. has 
received an order for 25 axles and 215 
tyres for locomotives from the Central 
Argentine Railway. 

The American Car & Foundry Co. 
Ltd. has received an order for 200 
chilled cast-iron wheels, from the Entre 
Rics Railways. 

Turners Asbestos Cement Company 
has received an order for 2,000 metres of 
asbestos cement pressure pipes, from 
the Buenos Ayres Great Scuthern Rail- 
way. 


The Crown Agents for the Colonies 
have recently placed the following 
orders :— 

United Steel Cos. Ltd.: Rails and fishplates 

Ransomes & Rapier Limited: Steam break- 
down crane. 

Dorman Long & Co. Ltd. : Steel. 

Wolverhampton Cast Iron Co. Ltd.: Steel 
sheets. 

Colvilles Limited: Steel sleepers. 

Standard Switchgear Limited : Switches and 
fuses. 

Darlington Railway Plant & Foundry Co. 
Ltd. : Switches and crossings. 

R. White & Sons Ltd.: Switches and cros- 
sings. 

H. Pooley & Son Ltd.: Weighbridges. 

Hoyt Metal Company of Great Britain Ltd.: 
White metal. 


D. Wickham & Co. Ltd., has received 
the following orders for railcars and 
trolleys : 

For Cie Francaise des Chemins de fer de la 
Province de Santa Fé, 16 No. 17A petrol-driven 
gang trolleys and a large quantity of spares and 
six fly-weight railcars and spares. 

For Cia. General de Ferrocarriles En La 
Provincia de Buenos Aires, Three No. 17A 
petrol-driven gang trolleys with trailers. 

For the South African Railways and Harbours 
Board. A repeat order for six single-geared 
pump trolleys. 


Matheson & Co. Ltd., acting cn behalf 
of the British and Chinese Corporation 
Limited, under the Nanking-Shanghai 
Railway Materials and Imports Loan, 
1937, has placed the following orders fcr 
rails and equipment : 

Barrow Hematite Steel Co. Ltd., 15,000 tons 
of rails. : 

Dorman, Long & Co. Ltd., 3,000 tons of rails 
and 495 tons fishplates. : : 

Lancashire Steel Corporation, 984 tons of 
rails. on 

Steel Co. of Scotland Ltd., 2,000 tons of rails. 

United Steel Cos. Ltd. (Workington Iron and 
Steel Branch), 2,623 tons of rails. 

The Patent Shaft & Axletree Co. Ltd., 69 sets 
of points and crossings. 

Birmingham Railway Carriage & Wagon Co. 
Ltd., Six bogie carriage underframes, complete 
with wheels and axles. 

The rails included in the above orders 
are of 43 kg. per metre weight and 
the whole of the equipment is to be 
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supplied to the inspection of Messrs 
Sandberg. 

The Bombay, Baroda & Central 
India Railway Administration has 
recently placed orders to the inspection 
of Messrs. Rendel, Palmer & Tritton 


Richardson Cruddas Limited, 62 sets of 
crossings and 24 switches. 

Chloride Electrical Storage Co. Ltd., Plates, 
separators and boxes for train lizhting 


accumulators. 

The Victorian State Railways ar 
inviting tenders for a 30,000-kW. turbo- 
alternator set and two boilers with an 
evaporative capacity of 150,000 Ib. of 
steam an hour, as the first part of a big 
enlargement and reconstruction scheme 
for Newport power station, which 
supplies current to the Melbourne 
electrified suburban system. Tenders 
are due in by December 22. 








Staff and Labour Matters 


Railway Shopmen 

A meeting of the National Railway 
Shopmen’s Council was held in London 
on Tuesday, August 10, in connection 
with claims put forward by the em- 
ployees’ side of the council for the dis- 
continuance of the deduction of 1} per 
cent. from earnings and for improved 
rates of pay and conditions of service 
of railway shopmen. After discussion, 
the council agreed that the meeting 
should be continued on Monday next. 
The result of this meeting will appear 
in next week’s issue. 








EVENING CLASSES IN Lonpon.—An 
important centre for transport educa- 
tion in Lendcn (last session nearly 
600 transport students were in attend- 
ance) is the North-Western Polytechni 
Prince cf Wales Road, N.W.5, which 
re-opens for enrolment for the 1937-38 
session on Monday, September 13. 
The Senior Transport Lecturer, Mr. 
E. T. Milburn, will be in attendance 
from 6 to 9 p.m. on Tuesday, Septem- 
ber 14, Wednesday, September 15, and 
Friday, September 17. There will be 
courses for the preliminary, graduate- 
ship, and associate membership (road 
and rail) examinations of the Institute 
of Transport. In addition, classes will 
be held for the Royal Society cf Arts 
certificates in road transport, fcr those 
engaged in goods or passenger transport 
by road, who cannot take the examina- 
ticns of the Institute of Transpcrt 
Of special interest are the new courses 
for the first intermediate examination 
of the Institute of Travel Agents, the 
course in travel organisation for those 
in the travel business who are unable to 
take the I.T.A. examinations, and the 
diploma and extension courses for 
persons who wish to undergo a thorough 
training as London guides. In connec- 
tion with the diploma course for guides, 
there will be a choice of an afternoon 
or an evening class. Mr. M. W. Mitchell, 
the Head of the Department of Com- 
merce, will be pleased to send further 
particulars on receipt of a postcard 
addressed to him at the North-Western 
Polytechnic, 
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Benyal-Nagpur Railway Company Limited 


‘HE Directors are 
Tenders for :— 


) STEEL CARRIAGE AND WAGON 
TYRES. 


prepared to _ receive 


Specification and Form of Tender can be 
obtained at the Company’s Offices, 132, Gresham 
House, Old Broad Street, London, E.C.2, on or 
aft Wednesday, llth August, 1937. 

\ fee of 10s. will be charged for each copy 
of the Specification, which is NOT returnable. 

Tenders must be submitted not later than 
Ne on Tuesday, 24th August, 1937. 


The Directors do not bind themselves to 
accept the lowest or any Tender, and reserve 
to themselves the right of reducing or dividing 
the order. 


By Order of the Board, 
T. R. WYNNE, 
Managing Director. 
\ SSISTANT TO WORKS MANAGER 
d required for large Rolling Stock Works 
io India engaged on the construction of all 


steel wagons and carriage underframes. Appli- 
cants about 30-35 years of age, should be of 
good general and technical education, and must 


have held a similar position in a Wagon Works 
in this country. They must be familiar with 
all branches of the wagon building trade, and 
should possess organising ability and some ex- 
perience of office routine. Salary about £60 
per month, five years agreement, provident 
fund and free passages. Home leave on re- 
engagment.—Apply, by letter, with copies of 
testimonials, stating age and whether married 
or single, to Box No. 287, c/o THe RatLway 
G.zette, 33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


Bengal-Nagpur Railway Company Limited 


HE Directors are prepared to receive 
Tenders for :— 
1,370 DRAW BARS. 

Specification and Form of Tender can _ be 
chtained at the Company’s Offices, 132, Gresham 
House, Old Broad Street, London, E.C.2, on or 
after Friday, 13th August, 1937. 

A fee of 10s. will be charged for each copy of 
the Specification, which is NOT returnable. 

Tenders must be submitted not later than 
Noon on Thursday, 26th August, 1937. 

The Directors do not bind themselves to 
accept the lowest or any Tender, and reserve 
to themselves the right of reducing or dividing 
the order. 











By Order of the Board, 
T. R. WYNNE, 
Managing Director. 


The Rohilkund and Kumaon Railway 
Company Limited 


HE Directors are prepared & receive 
Tenders for the supply of: 
TWO 40-rr. CLEAR DECK SPANS 


and 
FIVE 60-rr. CLEAR DECK SPANS. 
as per Specification to be seen at the Com- 
pany’s Offices. 

Tenders addressed to the undersigned, and 
envelope marked ‘“‘ Tender for Deck Spans,” or 
as the case may be, with name of firm tender- 
ing, to be lodged not later than Noon on the 
14th day of September, 1937. 

For the Specification a fee of 10s. will be 


303 


charged, which cannot, under any circum- 
stances, be returned. ; 
The Directors do not bind 
accept the lowest or any Tender. 
By Order of the Board, 


J. WILLIAMSON, 
Secretary. 


themselves to 


237, Gresham House, 
Old Broad Street, 
London, E.C.2. 


10th August, 1937. 





South Indian Railway Company Limited 

HE Directors are prepared to receive 
Tenders for the supply of: 
FLANGED PLATES. 

Specifications and Forms of Tender will be 
available at the Company’s Offices, 91, Petty 
France, Westminster, S8.W.1. 

Tenders addressed to the Chairman and Direc- 
tors of the South Indian Railway Company, 
limited, marked ‘‘ Tender for Flanged Plates,” 
with the name of the firm tendering, must be 
lef, with the undersigned not later than 12 Noon 
on Friday, the 3rd September, 1937. 

The Directors do not bind themselves to 
accept the lowest or any Tender. 

A charge, which will not be returned, will be 
mude of 2s. 6d. for each copy of the Specifi- 
cation. 

Copies of the drawings may be obtained at 
the Offices of the Company’s Consulting En- 
gineers, Messrs. Robert White & Partners, 3, 
Victoria Street, London, S.W.1. 

E. A. 8. BELL, 
Managing Director. 
91, Petty France, 
Westminster, S.W.1. 
lith August, 1937. 








RAILWAY AND 


Great Southern Railways.—The 
d tors of the Great Southern Rail- 
ways Company (of Ireland) at their 


ting on August 6 decided that the 
( ideration of the declaration of an 
interim dividend on the 4 per cent. 
guaranteed preference stock be de- 

red until the accounts for the twelve 
months ending December 31 next are 
received. No interim dividends on the 
preference and ordinary stocks of the 
company are available. 

Ottoman Railway Holding Com- 
pany.—The net profits for the year 
ended June 30, 1937, and available for 
payment of interest on the “‘A”’ and 

B’’ income debenture stocks, pari 
passu, amounts to £30,395 (against 
£30,631 for the preceding period), to 
which is added £1,677 brought forward 
from last year, making £32,072. Of this, 
£29,529 will be appropriated to payment 
of interest at the rate of 2} per cent. for 


the year, less tax (against 2} per cent. 
for 1935-36), leaving £2,543 to be carried 
forward for appropriation to future 
interest on, or redemption of, the stoc ks 
as provided by the trust deeds. The 
interest will be paid on September 1. 
Brazil Railway Company.—The 
report for 1936 states that the income 
of the various bond issues received in 
1936 is only sufficient to enable the joint 
committee to distribute } per cent. on 
the international bonds (against % per 
cent. for 1935), fr. 15.00 per note on the 
63 per cent. notes (against fr. 12.50), and 
fr. 22.50 per bond on the French series 
bonds (unchanged). The general ex- 


OTHER REPORTS 


penses and taxes have been paid out of 
gross receipts and debited to the various 
bond issues in accordance with the 
Composition Agreement of July 18, 1917. 
The total of the advances made for this 
purpose by the various series of bonds 
from January 1, 1919, to December 31, 
1936, including interest as fixed by the 
composition agreement, amounted to 
$8,238,404. This sum is_ repayable 
under the terms of article 25 (b) of the 
composition agreement. 


Bengal & North Western Rail- 
way.—tThe accounts for the half-year 


ended March 31, 1937, show gross 
earnings of the open system at 
Rs. 2,01,76,766, an increase of 


Rs. 8,46,822 compared with those for 
the corresponding period of 1936. 
Working expenses were Ks. 84,14,111, 
an increase of Rs. 3,62,613, and net 
earnings improved by Ks. 4,84,209, to 
Rs 1,17,62,655. The operating ratio 
was 41-70 per cent., against 41-65 per 
cent. The company’s share of net 
earnings for the half-year is £451,676 
(against £442,552), which, together 
with {£93,608 brought forward and 
£2,344 gain by exchange, makes a total 
of £547,628. After providing for United 
Kingdom taxes, debenture interest and 
preference dividends, and for the annual 
payment of £35,000 to sinking fund, 
the directors have declarea an interim 
dividend of 4 per cent. and a bonus of 
4 per cent., or 8 per cent. in ail, less 
tax at 2s. 9d. in the /, for the half-year 
on the ordinary stock, leaving £134,373 
to be carried forward. 


Metropolitan Railway Surplus 
Lands Co. Ltd.—The directors have 
declared an interim dividend of 1% per 
cent. (the same), for the half-year 
ended June 30. : 


Letterkenny Railway. — The 
accounts for the half-year ended 
December 31, 1936, show receipts of 
£3,690, against £3,694 for the corre- 
sponding half-year of 1935. 


Birmingham Railway Carriage & 
Wagon Co. Ltd.—The directors have 
declared an interim preference dividend 
at the rate of 6 per cent. per annum, 
less tax, for the half-year to June 30. 


Fishguard and Rosslare Railways 
and Harbours.—tThe net revenue for 
half-year ended June 30 was £39,430. 
Interest on 3} per cent. debentures took 
£13,904 ; dividend on new guaranteed 
33 per cent. preference £21,659; and 
dividend on new 34 per cent. preference 
1914, £3,867. No dividend is declared on 
the ordinary shares, which are held by 
the Great Western Railway and the Great 
Southern Railways of Ireland. 


Skoda Works.—Despite an increase 
in the wages bill from kc. 380 millions 
to kc. 456 millions, manufacturing 
profits of this well-known Czecho- 
slovak concern for 1936 exceeded by 
ke. 9,240,300 those for the previous 
year. Export business increased by 
40 per cent. As deliveries made this 
year of orders received late in 1936 are 
not included in the accounts, the heavier 
turnover does not fully reflect the in- 
crease in this respect. Last June, the 
concern announced an _ increase in 
dividend for 1936 from 17,'; per cent. tc 
19.4 per cent. 











general 


Contrary to expectations the 
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Railway Share Market 


most market estimates. L.M.S.R. ocrdi- 





fairly well maintained and the fir 
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nincay A pre- 
stock and share markets have been less nary did not keep best prices, but came ference was inclined to receive more atten- 
active since the beginning of the new in for demand on any reaction and was tion, but best prices were not held. The 
Stock Exchange account on Monday. In subsequently steadier around 334. It preferred and deferred stocks regained 
the absence of a larger volume of business continues to be assumed that in respect part of an earlier fractional decline 
the general trend has been to rather lower of the past half year the company struck Foreign railway stocks were inactive, 
prices, and home railway stocks, were its net revenue in a particularly conserva- and in view of the small amount of busi- 
affected by; surrounding market condi- tive manner and that a larger rise in net ness passing, prices tended to react. Less 
tions. Traffics for the past week were revenue is likely to be shown for the satisfactory crop reports had an adverse 
below expectations, but when taken in current six months. G.W.R. ordinary influence on Argentine stocks. Centra] 
conjunction with those for the previous attracted a fair amount of attention. Al- Argentine 6 per cent. and 4} per nt 
week, the receipts during the holiday though some market men are taking the preferences were lower, while the ordinary 
period must be regarded as particularly view that the directors will decide to moved down to 25. Entre Rios also de 
good. Sentiment was, however, not make additions to reserves instead of in- lower prices owing to talk that in the " 
affected so much by traffics as by the dis- creasing the dividend above 3 per cent., served by the railway, crops may ve 
position to await the decision regarding the more general belief is that the raising been affected by drought. B.A. Great 
the claim for higher wages. of the distribution to around 34 per cent. Southern issues were slightly lower ut 
Southern Railway preferred and deferred is not unlikely, granted, of course, there other Argentine railway stocks were fairly 
received rather more attention around 93 is no marked falling off in the rate of well maintained, as were those of the 
and 233 respectlvely, the £34,000 rise in traffic increases during the remainder of Brazilian railways. Canadian Pacific and 
last week's traffic figures being in excess of the year; L.N.E.R. second preference was American railroad stocks were reactionary 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
wn 
Traffics for Week ry Aggregate Traffics to Date Prices 
Miles Week = Shares . 
Railways bo opp Endin = Totals i) Zp 4 = ” 
1936-37 | ~"ding Total | Inc.orDec. % Increase or | Stock 28 1 $3 | 8 23 
this year compared =) Decrease ex z 2 we SHI 
. with 1936 > This Year Last Year s = — — ae 
£ | £ { £ 
f Antofagasta (Chili) & Bolivia 834 8.8.37 13,770 + 2,790 32 317,890 428,280 + 89,616 Ord. Stk. 25 1514 20 Nil 
| Argentine North Eastern 753 7.8.37 10,515 4 1,194 6 56,210 51,308 + 4,902 © 12 2 101p Nil 
Argentine Transandine — — _ _ — _ —_ — A. Deb. 54 45 85 41lyg 
| Bolivar 174 July, 1937 5,800 — 800 30 40,800 47,600 — 6,800 | 6 p.c. Deb. 9 5 81g Nil 
| Brazil - — _ — — -- _ Bonds. 16 11lp 1519 3ly 
| Buenos Ayres & Pacific 2,806 7.8.37 82,010 + 6,425 6 447,209 415,500 + 31,709 Ord. Stk. 171, 6 11 Nil 
| Buenos Ayres Central 190 24.7.37 $165,500 + $41,500 4 $541,300 $890,600 + ¢150,700 Mt. Deb. 311, 11 30 Nil 
| Buenos Ayres Gt. Southern 5,084 7.8.37 124,690 + 11,751 6 662,345 599,275 + 63,070 Ord. Stk. 3154 1334 251 Nil 
| Buenos Ayres Western 1,930 7.8.37 41,129 + 2,722 6 242,680 218,278 + 24,402 - 2934 11 23 Nil 
g Central Argentine 3,700 7.8.37 126,438 — 8,983 6 796,243 716.666 + 79,577 a. 32920 834 251 Nil 
€ do. ae a Hind = a _ — — Dfd. 21 4lo 1219 Nil 
© | Cent. Uruguay of M. Video 980 31.7.37 16,112 + 1,416 5 69,255 67,810 : 1,445 Ord. Stk. 734 3 5lg Nil 
g | Cordoba Central 1,218 7.8.37 42,620 + 2,100 6 233,750 212,870 | + 21,080 Ord. Inc. 5 1 4lo Nil 
< | Costa Rica .. 188 May, 1937 25,954 + 8,595 48 218,282 159,922 + 58,860 Stk. 36lp 32 B41, 518; 
f@ | Dorada . 70 July, 1937 15,100 — 900 30 105,600 95,300 + 10,200 1Mt. Db. 107 1011, 1041, 54, 
=< Entre Rios .. ‘ 810 7.8.37 14,428 + 1,548 6 77,022 67,604 + 9,418 Ord. Stk. 17 6 11 Nil 
© | Great Western of Brazil 1,092 7.8.37 6,500 1,200 32 229,500 247,200 12,700 Ord. Sh. lg 16 lo Nil 
~ | International of C!. Amer. 794 June, 1937 $417,942 $38,950 26 $3,205,632 $2,996,509 + $209,123 aa sn ail 7 ‘ 
ge Interoceanic of Mexico - _ _— — — — — — Ist Pr-f lg -/6 lg Nil 
= | La Guaira & Caracas 22 July, 1937 $415 — 495 31 38,120 32,250 + 5,870 Stk. y 3 Tle Nil 
= | Leopoldina 1,918 7.8.37 4,918 + 4,910 | 32 712,220 557,133 + 155,087 Ord. Stk. 1019 Bly 5 Nil 
A | Mexican 483 7.8.37 $295,100 + $43,800 6 $1,557,000 $1,305,900 + $251,100 os lly 14 lo Nil 
Midland of Uruguay 319 June, 1937 9,268 + 1,677 52 105,596 86,425 + 19,171 be Ilo lp lp Nil 
| Nitrate $84 31.7.37 5,613 672 31 95,366 80,996 + 14,370 Ord. Sh. 63/6 41/9 2° Nil 
| Paraguay Central 274 31.7.87 3,234,000 + $454,000 5 $16,522,000 $11,991,000 +$4,531,000 Pr. Li.Stk. 85 71 Sllp | 73 
| Peruvian Corporation 1,059 July, 1937 81,134 | — 3,187 5 $1,134 84,321 — 3,187 Pref. 15 9 10 Nil 
| Salvador 100 31.7.37 ¢12,670 + ¢3,785 5 ¢54,652 #47,073 + #7,579 Pr. Li.Db 18 16 2219 Nil 
} San Paulo 153} 1.8.37 36,667 1,620 31 1,004,960 918,371 + 86.589 Ord. Stk. 86 4612 39 55 
| Taltal 160 July, 1937 2,940 + 415 4 2,940 2,525 415 Ord. Sh. 11530 =14/ Ilg 815 
United of Havana 1,353 7.8.37 18,037 r 844 5 102,013 90,317 11,696 Ord. Stk. 314 1 Nil 
Uruguay Northern 73 ~=June, 1987 836 4 34 | 52 11,695 9,941 + 1,754 Deb. Stk. 5 3 8 Nil 
Ss ( Canadian National 23,773 31.7.37 1,136,147 + 100,187 31 22,331,859 20,151,544 + 2,180,315 " — = =m - 
€ Canadian Northern - _ — — _ — _ —4p.c. Perp.Dbs. 76 51 69 515 
% Grand Trunk — — — — — -- — — 4p.c.Gar. 10434 99354 10016 4 
© | Canadian Pacific 17,228 7.8.37 516,400 43,600 32 16,282,800 15,197,200 + 1,085,600 Ord. Stk. 1634 1015) ¢ 121g Nil 
Assam Bengal 1,329 10.7.37 36,165 3,369 14 359,765 343,056 + 16,709 Ord. Stk. 8734 8214 751g 4 
| Barsi Ligh 202 10.7.$7 2,752  — 1,388 14 32,677 38,932 — 6,255 Ord. Sh. 77\o 65lo Is 1070 
ie Bengal & North Western 2,111 0.7.37 75,860 + 12,672 16 974,076 889,284 + 84,791 Ord. Stk 319 2925. 309 51514 
< | Bengal Dooars & Extension 161 20.7.37 3,589 410 16 38,381 36,622 + 1,759 a 12712 118 9519 554 
<< Bengal-Nagpur 3,268 0.7.37 177,975 + 31,822 16 2,194,307 1,957,615 + 236,762 ve 104 10014 901> 4716 
= | Bombay, Baroda & Cl. India $8,072 31.7.87 206,775 6,225 17 3 130,575 2,902,575 + 228,000 a 114 1101p 11!) 58 
| Madras & Southern Mahratta $,229 10.7.87 144,225 — 11,131 | 14 1,659,938 1,656,741 - 3,197 ae 11612 10812 = 10819 750 
| Rohilkund & Kumaon 546 20.7.87 11,711 — 1,156 16 183,231 183,536 305 » 311 286 310 513, 6 
South Indian 2,5314 30.6.37 120,249 4 12,595 138 1,060,241 1,048,729 11,512 a 10719 10256 1011, 57 
( Beira-Umtali 204 May, 1937 84,161 + 13,984 35 585,391 513,150 + 72,241 = — — —_ 
| Egyptian Delta 620 20.7.87 6,490 + 342 15 69,308 63,624 + 5,684 Prf. Sh. 214 15, 15g Ni! 
| Great Southern of Spain — — -- ~ = _ — Inc. Deb. Ilg 1 3l, Nil 
™ | Kenya & Uganda 1,625 May, 1937 216,935 — 20,539 22 1,334,126 1,229,899 + 104,227 —— — _ _ — 
3 Manila , ' —- — ~ — — — —~ _— B. Deb. 5012 37 47 7216 
=< Midland of W. Australia 277 June, 1987 10,968 — 99S 52 155,208 161,372 | — 6,164 Inc. Deb. 97 931l> 95 4516 
«| Nigerian 1,900 26.6.37 35,025 + 11,761 13 717,446 376,721 | + 340,725 es = we ne eb 
= | Rhodesia 2,451 May, 1937 411,689 + 122,936 35 2,932,177 2,295,906 + 637,171 4p.c. Db. 107 10319 1079 334 
| South Africa 13,263 17.7.37 634,284 ‘ 38,381 16 9,719,098 9,056,428 + 662,670 _ 7 — a —_ 
| Victoria 4,774 | Jan., 1937 964,706 + 55,450 31 5,850,533 5,735,548 + 114,985 o on ne te = 
Zafra & Huelva 112 May, 1987 12,899 + 4,079 22 70,216 48,574 + 21,642 -- ~ — _ — 


Note.—Yields are based on the approximate current prices and are within a fraction of lg. 


t Receipts are calculated @ Is. 6d. to the rupee. 


§ ex dividend. 


Salvador and Paraguay Central receipts are in currency. 


he variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value. 

















